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DISPATCH OF *« THE RAILWAY GAZETTE” 
OVERSEAS 

We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
bondent overseas should place the order with us together 
th the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
is they are stopped under the provisions of Statutory 
Rules and Orders 1939, No. 1440 
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TO CALLERS AND TELEPHONERS 
Consequent on the war and the blackout regulations, 
an emergency measure to assist our staff in getting 

nome before it is fully dark, our office hours (without a 
lunch interval) until Saturday, February 10, 1940, are :— 
Mondays to Fridays - 9 a.m. till 3.15 p.m. 

Saturdays - - - 9am. till 1 p.m. 








With the object of conserving paper by avoiding the 
eturn of unsold copies, readers are advised in the interests 
»f all concerned to place a regular order for THE RAILWAY 
GAZETTE either with their newsagent or direct with the 
Publisher 
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The War of the Engineers 
N OWADAYS war from beginning to end is based on 


engineering, a fact which is not always realised, but 
one to which Major-General Sir Ernest Swinton gave due 
prominence in his radio ‘“‘ war commentary’’ on 
January 4. As the influence of the engineer pervades 
the whole of the life of civilised nations in peacetime, 
so does it pervade the whole of the activities of war on 
land, on sea, and in the air. At the beginning of the war 
of 1914-19, the strength overseas of the Corps of Royal 
Engineers of the British army totalled 12,252 of all ranks, 
and by the Armistice this number had increased to 
345,700. To take one side of engineering alone—railway 
engineering—the course of a campaign since the middle of 
the last century has depended on the existence of rail- 
ways, and towards the end of the century railways were 
constructed in peacetime as parts of strategic plans. Out- 
standing examples of the course of operations being 
governed entirely by railways are provided by the Omdur- 
man campaign up the Nile under Kitchener, the South 
African, and the Russo-Japanese wars. In the British 
campaign up the Nile, railways were built during the 
course of operations, and a fresh feature in engineering 
was developed in the Palestine campaign of twenty-five 
years ago when, as well as a railway, a pipe line to carry 
water had to be laid before the British troops advanced. 
Today, as Sir Ernest Swinton observed, the fighting forces 
depend on engineering for the means to move, feed, house, 
and clothe themselves; to locate their enemy either by day 
or night; to strike him at a distance; to destroy him in 
large numbers; to burrow through the earth below him; 
to fly in the air above him; and for battleships, tanks, 
aeroplanes, and means of communication. 





* * * * 


War Creates G.W.R. Record 

For the four weeks to November 11 last, freight engine 
miles operated on the G.W.R. totalled 4,404,163, a figure 
never before reached in the history of the company. But 
it is probable that with the increase in the nation’s war 
effort, the G.W.R. will succeed in breaking its own newly- 
established record. As we showed in our issue last week, 
merchandise receipts on this line in the four weeks to 
December 10 last were up 51 per cent., while coal revenue 
was greater by 41 per cent. as compared with a year 
earlier. Passenger receipts began to show an increase not- 
withstanding reduced train services made necessary by 
Government and essential merchandise traffic. Since the 
outbreak of war 2,500 special trains have been run for 
the conveyance of H.M. Forces and their stores and equip- 
ment, and this is a contributory cause of the delay to 
certain passenger trains which has occasioned complaint 
from the public. Allied to this has been the slowing down 
of work at stations during the hours of blackout; it is 
significant that the most serious loss in time has occurred 
during darkness. 

* * * * 


An Unbroken Dividend Record 

The Pennsylvania Railroad has made its 208th consecu- 
tive dividend payment to its stockholders and maintains its 
proud record of having distributed a financial return upon 
its securities for every year since it was incorporated 
92 years ago. The present dividend raises to 
$1,120,000,000 the total amount which has been disbursed 
to holders of the $870,000,000 of stock. That is a grati- 
fying history for the railroad management to survey. The 
current payment is 2 per cent., or double that of last year. 
In Britain the Great Western Railway alone of the four 
group lines can compete with the Pennsylvania RR. 
Dividends on Great Western ordinary stock were first 
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paid in 1840 and have been maintained to this day; but 
in 1867 it was necessary to meet the payment in stock. 
The economic recession of 1938, and the uncertainty as to 
the future which prevailed a year ago forced the G.W.R. 
to break its nearly 70 year record of paying at least 3 per 
cent. on its ordinary stocks and thus ensuring full trustee 
investment status for its prior charges. 


+: 


Rail Compensation Delay 


The continued delay in the announcement of the term= 
under which the Government is to compensate the railway 
companies for wartime control has again given rise to 
comment in the city. The Financial Times suggests that 
time would be saved if the discussions were conducted 
directly between the railways and the Treasury instead of 
via the Ministry of Transport, and declares that 2} years 
ago the companies put forward a scheme to be imple- 
mented in the event of war, and that the Ministry pro- 
posed an alternative which was quite unacceptable to the 
companies. The latter subsequently prepared a second 
ind simpler scheme. There is no question that the length 
of the negotiations places a severe strain upon the patience 
of railway stockholders, and the calls made upon the time 
ind officers of the companies are not 
unimportant in these days of stress. As we pointed out 
last week, the matter of reaching agreement 
increasingly urgent as the time for announcing dividends 
upon junior stocks draws nearer. Since all of the com 
panies have fixed provisional dates—they are given on 
page 70—for this purpose, it would appear that they 
expect agreement to be reached before February 14, the 
day selected by the G.W.R., which this year will open the 
dividend season. 


energies of the 


becomes 


Overseas Railway Traffics 


Among Brazilian railways the Great Western shows for 
the 52 weeks of 1939 gross earnings of £480,600, with an 
improvement of £60,400. On the Leopoldina the year’s 
total of £1,127,641 is £13,644 down in comparison with 
1938, and the San Paulo receipts for the 51 weeks of 1939 
show a decrease of £17,693, but an increase of 370 contos. 
in currency. During the past three weeks traffics of the 
Buenos Ayres Western have improved by 222,000 pesos, 
ind those of the Great Southern by 150,000 pesos, but 
Central Argentine takings have dropped by 2,003,750 


pesos. 
No.of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease raft Decrease 
Buenos Ayres & Pacific* 27! 1,306 ~_ 165 32,056 120 
Buenos Ayres Great Southern* 27th 2,573 6 53,712 797 
Buenos Ayres Western* 27th 817 98 19,203 1,424 
Central Argentine* 27 1,500 v€ 47,987 2,244 
f f £ 4 
Canadian Pacific 52nd 848,200 141,000 30,256,200 1,804,400 
Bombay, Baroda & Central 
India ; . 39th 309,225 17,625 6,622,950 + 121,575 
* Traffic figures in thousands of pesos 


Gross earnings of the Canadian Pacific for the whole year 
1939 show an improvement of £1,804,400. Net earnings 
for the first eleven months of the year amounted to 
£4,828,400, an £1,347,000. B.B. & CLI. 
traffics in the first nine months of its financial year hav« 
advanced by £121,575. 


increase of 


+ + * 
Train Delays in Fog 
A wait of forty-five minutes on a London suburban 
station caused us to ponder upon the possibilities of devis 
ing a system of notifying intending passengers of the likely 
urival times of their trains during foggy weather. Had 
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we conceived it possible that the electric train service 
would be set back by three-quarters of an hour, we, and 
many of our fellow travellers, would have taken nearby 
trams or buses, at least for part of the journey to town. 
Since telephonic communication upon the railways 
been brought to a high standard of efficiency, it seem. to 
us that travellers could be kept informed of the progress of 
their trains without undue demands being made upon ‘he 
time of the station staff. A telephone call down the ine 
would ascertain the whereabouts of the train and it would 
then be a simple matter to estimate its time of arrival. If 
waiting passengers were given this information, they could 
decide for themselves whether or not to use any availa) 
alternative means of transport. The provision of this s.r- 
vice would smooth many a ruffled temper and help to 
consolidate the good relations the railway staffs enjoy w th 
the travelling public. 


Non-Stop Running 


It was for two months only that the restored Cornish 
Rivicra Limited express of the Great Western Railway 
held the record for the longest regular British non-stop 
run in wartime. From December 4 the L.M.S.R. begin 
to run the 5.40 p.m. from Euston to Manchester non-stop 
over the 176-9 miles to Wilmslow; from January 1 t 
latter company also booked the 5.30 p.m. from Ma 
chester to London—emergency version of the Comet 
non-stop over the 183-0 miles from Stockport to Euston in 
3 hr. 37 min., at an average of 50-6 m.p.h.; but mo: 
remarkable than this is the fact that from the beginnin 
of the year the 9.30 p.m. from Glasgow to Euston, corr 
sponding to the Night Scot of normal times, has bec 
running non-stop iightly from Carstairs to Crewe, 
distance of 214°5 miles, which includes the negotiation of 
both Beattock and Shap summits, in 4 hr. 49 min. This 
is now the longest daily non-stop run in Europe. O1 
Saturday nights an even longer run is made over L.M.S 
metals, for a newspaper express with papers for Norther: 
Ircland is booked without a halt over the 234-3 miles from 
uston to Heysham in 4 hr. 50 min., but this train is not 
available to ordinary passengers. 


Accidents on American Steam Railways in 1938 


The 107th report of the Interstate Commerce Com 
mission of the United States for 1938 shows that year to 
have been somewhat unfortunate, compared with 1937, as 
regards passengers killed in train accidents, properly so 
called, the number rising from three to 52. Of these 
48 were accounted for by two accidents, the fall of a train 
into a river, caused by a washed out bridge, and the head- 
on collision at Tortuga, California, on September 20, when, 
by the mistake of a brakeman, one express was turned 
into a passing loop where another was standing. This 
accident was fully dealt with in our issue of January 27, 
1939 (pp. 125 and 150). Twenty-three passengers were 
killed in train operation accidents, and three in non-train 
accidents. These figures make passenger fatalities higher 
than in any year since 1929; but the number of passengers 
injuries fell again, amounting to 3,008, of which no fewer 
than 888 were hurt in getting on or off coaches, presum- 
ably in motion. Level-crossing accidents again accounted 
for a large number of casualties, 1,385 persons of all 
classes being killed and 3,848 injured in them. There were 
2,429 trespassers killed, on and off trains, and no fewer 
than 3,880,872 were ejected from railway property. The 
trespassing question has long been a serious one in 
America, and the report expresses the hope that uniform 
anti-trespassing laws may be enacted to assist in meeting 
the evil. 
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r-Light Signals in the Blackout 


Colow 

The effect of colour-light signals in the blackout is much 
more glaring than under normal conditions when there is 
a ( jerable amount of other light in their neighbour- 
hoc nd has, we believe, thrown rather a strain on some 
driv especially on dark nights and on routes where 
such signals occur at short intervals. The double yellow, 
especially, appears extraordinarily glaring, and the ques- 
tion arises acutely as to the advisability of reducing the 
inte of the lights at night. There have been those 
wh r long have contended that it is wrong to show the 


me powerful lights by night as in bright sunlight 
because, With a very strong light, the perspective effect is 
ed and it becomes hard to judge how far off the 





my] 

a is. In some countries the voltage of colour-light 
signals is reduced at night in clear weather, but this is 
more easily done when the aspects are such that there is 
no onvenience felt if a yellow light has a tendency to 
look redder than usual. There is room for a device which 
we enable the intensity of colour-light aspects to be 
re’ d—and hence the glare softened—at will, without 
affecting the colour value of the beam, and controllable 


fr neighbouring stations or signal boxes, possibly by 

code control system not necessitating the running of 

additional wires, or very few. Perhaps the present con- 
s will lead to the production of such equipment. 


x ~ mw oY 


Welded Locomotive Tenders 

well-known locomotive designer in the United States 

ported to have expressed an adverse opinion of all- 
welded construction for locomotive tenders. According 
to this report, there have been several instances in which 
this form of construction has failed, although generally 
considerable success has attended the practice. Such 
failures as have occurred, seem to have been due to the 
of excessively thin plates of alloy steel, adopted with 
the object of reducing weight. As deflection is a function 
of the modulus of elasticity, and for alloy steel this is not 
far different from that of ordinary steel, it would seem 
that the proper procedure would be to take advantage of 
about one-half of the increase in yield point rather than 
att ‘mpting to go the whole way. If an ordinary tender 
tank with side plates of }-in. ordinary steel is satisfactory, 
ind an alloy steel with double the yield point were to be 
d, it would not seem reasonable, because of this, to 
construct the side plates of }-in. material, a more satis- 
factory figure being }%-in. If, owing to lack of stiffness 
plates have to be reinforced by supporting members to 
prevent buckling, the saving in weight due to the use of 
alloy steel and welding will be largely negatived. 


Destructive Criticism 
A powerful newspaper syndicate, seldom conspicuous 
lor expressions of affability when deigning to touch on 
railway affairs, has recently been breaking all its previous 
cords for wrathful pungency. In particular, the New 
Year's greeting to the companies from one of the mal 
mtent group made a truly magnificent word- pictere, 
though some of the bouquets handed out on succeeding 
ys maintained this high standard of artistry. Our one 
irprise is that our railway laymen, when they read of 
the impetuous driver who mistook a bystander’s torch for 
he right-away signal, did not demand the instant dismissal 
f the directorate. In all seriousness, though, while we 
re not unmindful of the inconveniences caused by 
eterioration in train services and travel amenities, we 
— if these glib columnists give a moment’s thought to 
e . ndous tasks with which the railways have been 
urdened. 
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New South Wales Government 
Railways 


NCERTAINTY as to the international situation, the 
prolonged drought over a large portion of the State, 
and the lower prices received for wool and wheat had 
serious effect on all business activities in New South Wales 
in the financial year ended June 30, 1939. These factors, 
coupled with industrial trouble in the coalfields, resulted 
in a diminution of £339,675, or 1-74 per cent., in railway 
earnings. Working expenses were £782,992, or 5-69 per 
cent., higher than in 1937-38 due to causes beyond the 
control of the management, and the profit on working 
was {1,122,667 lower, giving a return on capital of £3 2s. 6d. 
per cent., as against £3 18s. 5d. in the previous year. The 
Government again contributed £800,000 towards losses on 
working country developmental lines, yet the total loss 
incurred on non-paying lines amounted to as much as 
£2,075,932. After providing for all statutory charges 
there was a shortage of £1,171,522, contrasting with sur- 
pluses of {51,469 in the previous vear and of £28,397 in 
1936-37 
Passenger journeys ne below the record of the previous 
vear by 2,629,334, or 1-39 per cent., but passenger receipts 
were up by (99,554. or 0-49 per cent. In the first class 
passenger receipts of £1,201,408 there was a decrease of 
£35,208, or 2°85 per cent., and these receipts represented 
of the total earnings from passengers, 
against 20-63 per cent. in the previous year. Second class 
receipts were £4,822,688, an increase of £64,762, or 1-36 per 
Four new petrol rail motor trains were placed in 
1938, reducing journey times con- 
siderably. Every one of these trains consists of a motor 
car and two trailers. In outline they resemble the “ Silver 
City Comet.”’ Five new tourist trains are under construc- 
tion, and contracts have been placed for the construction 
of 48 additional steel electric suburban cars, half of which 
will be motor cars and half trailer cars. The modernised 
rolling stock now forming the Inter-City and Newcastle 
Express trains on the Sydney-Newcastle service is much 
appreciated. As from February 1, 1939, first class 
accommodation has been withdrawn on trains commencing 
and terminating their journeys in the Newcastle suburban 
area. Receipts from mineral traffic were £2,009,564, a 
decrease of £93,558; from wool £672,573, a decrease of 
£38,114; and from general merchandise £6,393,309, a 
decrease of £140,753. Total goods and mineral receipts 
fell by £272,778, or 2-88 per cent. Livestock receipts 
were down £202,013. The principal results of working 


compare with those of the preceding year as follow : 


2) - 53 per cent. 


cent. 
service on November 6, 


1937-38 1938-39 


Miles open 6,114 6,114 
Train-miles 30,202,952 30,105,817 
Passengers. . a Ay 189,349,298 186,719,964 
Goods and coal, tons ie a 15,589,746 14,678,911 
Operating ratio, per cent 70-61 75-96 

f f 

Passenger receipts 5,994,542 6,024,096 
Goods and mineral rece ipts 9 506,870 9 234,092 
Total earnings a _ we 19,486,116 19,146,441 
Working expenses 13,759,988 14,542,980 
5,726,128 4,603,461 


Net earnings 


in working expenses was due 
the State and Federal basic 
Since 


The increase of £782,992 
to unexpected increases in 
wages, award variations, and higher material costs. 
1933 a programme of welding together rails in long lengths 
has been followed. In the course of 1939 a flash-butt 
welding plant was established at Chullora where rails are 
being welded into lengths of 360 ft. Welds to the number 
of 300 a week are being made, the cost per weld when 107-Ib. 
rails are used amounting approximately to 8s. 4d. During 
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the year 54 miles 65} chains of welded track were laid in, 
of which 37 miles 42} chains were Thermit welded and 
17 miles 222 chains flash-butt welded. 


“<4 


The Netherlands Railway Centenary 


STUDY of the attempts made a century ago by 
the three men, Brade, Serrurier, and Chevalier— 
the first an army officer, the other two business 
men—to promote the Amsterdam-Haarlem railway reveals 
the fact that they wished to make transport in the 
Netherlands independent of the waterways. This was, 
indeed, the original motive for railway construction in that 
part of Europe. The question mooted in 1832, when 
railways first became the subject of newspaper articles 
and pamphlets, was: is a railway possible and desirable 
between Amsterdam and Cologne? The advocates of that 
proposal, which emanated from another army officer 
named Bake, who had seen a railway when visiting 
England, stressed the necessity for such a line, as the 
journey between the two places was then inconvenient 
Transport was also subject to interruption 
for three months in every year. Opponents of the plan 
foremost among whom was a man named Roentgen, 
chairman of the first Dutch steamboat company—advo- 
cated the adoption of steam vessels and tugs on the canals, 
and because of this opposition Bake’s original proposal 
came to nothing. It was, however, the first railway pro- 
ject in Holland, and his idea continued to influence 
certain people. Later, when asking for the concession 
for a line from Amsterdam to Rotterdam in 1834, Brade 
pointed out that it was not a belief in its non-utility 
which caused the failure of Bake’s scheme, but a doubt 
of its becoming a paying proposition. The Cologne line 
could come into being only if either the Government guar- 
anteed a dividend or the Dutch people became acquainted 
with the usefulness of railways through experience of a 
purely Dutch line. Brade, Serrurier, and Chevalier 
sought, therefore, a concession for a line from Amsterdam 
to Haarlem, obtained it on June 1, 1836, and made the 
rights over to the Holland Iron Railway Company estab- 
lished on August 8, 1837. Much difficulty was experi- 
enced due to the unstable ground in Holland, but the line 
was opened on September 20, 1839. 
Further developments progressed 
extension to Rotterdam was built, but the Dutch 
investor fought shy of railway undertakings. Bake was 
right in expecting more support from English and German 
mining and industrial concerns, who already participated 
in railways abroad. Holland was still much disturbed 
over the separation from Belgium. However, King 
William I of the Netherlands actively supported railways 
and personally ordered the construction of the Amsterdam 
Arnhem line when Parliament rejected it, guaranteeing 
the loan interest. This line, making a connection with the 
Rhine, was completed on May 16, 1845, and was later 
worked by the Netherlands Rhine Railway Company, an 
undertaking financed largely from England; the through 
connection to Cologne was opened in 1856, 25 years after 
Bake’s first proposals. Not until 1860 was railway con- 
struction actively pushed forward in the Netherlands. 
The State then intervened with the aid of sums 
produced from taxation in its colonial possessions. The 
Netherlands lines were thus in a measure an imperial 
product, the system being made up of the Holland Com- 
pany’s lines, the State Railway lines (worked by a 
company), and the Netherlands Central and Netherlands 
Rhine Companies’ lines, all worked individually. A 
feature of the Dutch railways was that, contrary to experi- 
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ence elsewhere, passenger traffic was more important than 
goods, as the following table shows: 
RECEIPTS IN THOUSANDS OF GUILDERS 
1839 1840 1864 1889 1913 
H.S.M. (Holland Railway Co.)— 
Passengers , 41 164 
Goods es ” 0,3 4 


S.S. (State Railway Co.) 
Passengers 


1920 138 


1,168 4,807 17,087 
264 2,848 13,194 


138 6,466 17,266 
32 6,914 21,715 


Goods ; os 

N.R.S. (Netherlands Rhine Rly.) 

Passengers .. =. 1,583 2,690 
Goods 1,323 2,105 


N.C.S. (Netherlands Central Ry.) 
Passengers 
Goods 


Netherlands Railways 


1,501 
1,337 


198 471 
74° «315 


Passengers 87,581 55,192 
Goods 108,653 38.567 
From these figures it is clear that the ideas entertained 
in 1831 were incorrect, and that the railway did not 
eliminate the waterway—canals and Rhine—traffic; on the 
contrary, the latter was able to compete extremely eff 
tively. This position has exercised a considerable effect 
on the railways in Holland and still does so, but the 


financial difficulties are not to be solely attributed there 
State policy has done much to produce it by placing all 
sorts of burdensome obligations on the railways. Mor 
over, in 1890, as a result of the serious state of th 
Netherlands Rhine Railways finances, it liquidated that 
company and practically divided the national railway 
system between the Holland and the State lines. This 
policy resulted in several of the principal cities bein 
served by both systems and in much very wasteful com 
petition and capital investment. In 1911, however, this 
unsatisfactory arrangement was replaced by a measure o! 
co-ordinated working, which gradually developed until on 
January 1, 1917, a real working understanding was arrived 
at. On January 1, 1938, the Netherlands Railways 
became a unified national system. The last quarter of a 
century has been no rosy time for the railways. Financial 
difficulties have been grave—there have been deficits on 
the pension and depreciation accounts—while water com 
petition has persisted, with road motor competition addec 
The canals in Limburg and Tweenthe have deflected coa! 
traffic to the waterways, of which there are now 7,646 km 
(4,751 miles) as compared with 3,337 km. (2,073 miles) 
of railway. In 1938 3,136,000 tonnes of coal were carried 
by the former. Waterway freight rates have fallen as a 
result of this situation, and the railway has had to follow 
suit. Road transport has also frequently co-operated with 
the waterways to the railway’s disadvantage. The idea of 
the original promoters of railways in Holland has thus 
not in the least been realised. On the contrary, ever since 
their introduction the railways have found the waterways 
the one great obstacle against which they might fall. 











Wark Map OF THE WESTERN FRONT.—We have received 
from John Bartholomew & Son Limited, of the Geographical 
Institute, Duncan Street, Edinburgh, 9, an excellent map of 
those parts of Western Europe which are likely to prove of 
interest to all who are following developments on the 
Western Front. The sheet is 40 in. x 30 in., and folds to 
8} in. X 5 in.; it includes the whole of Belgium and Holland, 
the south-east corner of England, French territory as far west 
as Rouen and Paris, Germany as tar north as Hamburg 
and east to Berlin; and at the south the map just includes 
Basle. The map is tinted to indicate heights above (and 
below) sea level, and a particularly good feature is the clear 
way in which railways, canals, main and subsidiary roads, 
and special motorways are shown. The scale is 1: 1,000,000 
and the price on paper folded is 2s. 6d. 





XUM 





a 


a a 


“s~’ fD 





“I bo 


January 12, 1940 THE RAILWAY GAZETTE 4] 


LETTERS TO THE EDITOR 
(The Editor is not responsible for the opinions of correspondents) 


which substitutes the name of Leeds for Bristol. Evidently 


Fact or Fiction George Bradshaw, wishing to sell his timetables in large 















































































































London, January 5 provincial towns, would sometimes include a map of that 
fo tHE EpiTor oF THE RAILWAY GAZETTE town. With regard to the jump of 100 in numbering, may 
S the company, no doubt, of other British students not this have been a compositor’s error, by putting a ‘‘1”’ 
matters I have been pardonably intrigued to see, before as well as after the “‘ 4’’? 
f your today s issue, a photograph of a locomotive, Yours faithfully, 
lly emerging from a tunnel mouth, with the ee W. A. SHEPHERD 
serti er i at ‘‘ This British Engine used to ; reer ; : , 
go rtion und ri —s ie . E] h i kn [At the present time it is probably impossible to ascertain 
© ‘ains "mo : <lsewhere in e a . . . . 
Pull liday — seal o — 11 atk oe with certainty how the jump of 100 in Bradshaw numbering 
3 if 1 res have deceive e. lave noted, O a lige - : 
oun if my eyes have not deceived m eed occurred; its perpetuation can scarcely have been inadver 
hoar s, the same ubiquitous machine proclaiming its past tnt —Bo. £6} 
visit various other seaside resorts. It is a tribute, no ae sill 
d Sir Nigel Gresley that one of the ‘‘ V2’’ 2-6-2 
= . ’ ° es 2? . . . . 
9 his L.N.E.R., carrying the legend ‘‘ BR ”’ on the Early Belgian Graphic Timetables 
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ull the ‘ ghost train ’’ of well-remembered fame, have Sir,—Having read and appreciated your article on the 
r it the dead of night, as I have not yet met anyone centenary of Bradshaw, | am sending you two photographs 
wh actually seen ““ BR"’ engaged on these happy of the earliest-known Belgian timetables in the hopes that 
! jaunts Over foreign metals. prea ee is it ee they may be of interest for reproduction in THE RAILway 
the d boast of British propaganda to be founded on fact Gazette. The first is a graphic timetable of 1838. It will 
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th ian fiction : s aithfull be recalled that the first Belgian railway was that opened 
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- Liége) in the east. 
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55, Becmead Avenue, graphic timetable. It is dated July I, 1839, and shows 
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Su [ am greatly interested in the correspondence in tion is added that ‘‘ passengers are required to be at the stations 
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Two of the earliest-known Belgian railway timetables. That on the left was issued in 1838, and the one on the right 
is dated July 1, 1839 
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PUBLICATIONS RECEIVED 


Building Design and Construc- 
tion (with reference to the new 


L.C.C. Regulations). Vor. I. By 
Felix James Samuely and Conrad 
Wilson Hamann. London: Chapman 
& Hall Limited, 11, Henrietta Street, 
W.C.2. 10} in. x 6% in. xX 1} in. 
350 pp. Price 25s. net.—On January 1, 


1938, new by-laws were put into opera- 
tion by the London County Council 
covering the whole range of building 
design and construction including steel, 
reinforced concrete, brickwork and, for 
the first time, timber. An arc-welding 
code came into operation at the same 
time, and one for oxy-acetylene weld- 
ing soon after. The present book is 
the first of three volumes giving most 
of the text of the various codes, to- 
gether with a detailed commentary from 
both the legal and technical aspects, 
and includes many _ sketches, dia- 
grams, and formule. The authors say 
they did not intend to present another 
text book on structural mechanics but 
to produce a work of reference for the 
official requirements of construction, 
mainly for the purpose of assisting the 
designer. A chapter is devoted to 


‘‘Monolithy ’’—an unusual term 
which in the meaning of its Greek 


origin is hardly appropriate in dealing 
with materials of such variety as rein 


forced concrete, riveted and welded 
steelwork, and timber. This chapter 
is, however, of particular interest in its 
treatment of rigidity and continuity of 
joints and frames of all types. Static- 
ally indeterminate systems are treated 
by exact analysis only up to a point, 
certain approximations being recom- 
mended beyond it. In view of the 
wide application of welding to rigid- 
frame structures, this chapter should 
specially appeal to railway engineers 


concerned with the design of rigid- 
frame bridges and modern station 
buildings. The book may well be ex- 


pected to popularise modern methods 
of design, particularly in connection 
with welding and statically indeter 
minate types of structures. 


Whitaker’s Almanack, 1940. Lon- 
don: J. Whitaker & Sons Ltd., 12, 
Warwick Lane, E.C.4. 7} in. 4? in. 
Published in three editions: Library 
edition, leather binding, 13 coloured 
maps, 1,136 pp., price 12s. 6d. net; 


complete edition, cloth, 1,136 pp., price 
7s. net; abridged edition, paper cover, 
848 pp., price 3s. 6d. net.—This is the 
72nd annual volume of a work of refer- 
ence which covers an extremely wide 
field. There is a useful section dealing 
with the British railways which gives a 
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summary of the main statistics of the 


companies as a group. British and 
world railway records are giy at 
length. Railway gauges in many parts 
of the world are shown, while the 


sections dealing with individual <oun- 
tries are notes describing the jain 
features of the railway systems i: that 
State. The Almanack provides a »oady 
and concise reference book, not the ‘east 
merit of which is a comprehensive i: dex, 


Tool Steel.—The type of air-ha:en- 


ing tool steel named Cobaltcr is 
described in a 12-page brochure issued 


Fitzwi \iam 
As its name su sts 
elements of this stee: are 


by Darwins Limited, of 
Works, Sheffield. 
the alloying 


cobalt and chrome; high harness 
aumbers are not a characteristic, and 
the long life claimed for the st is 
due to alloy carbides and not to inh: vent 
hardness. Castings of Cobaltcrom .teel 


are possible for a variety of purpos 


Distant Repeaters.—The Evers'ie 
Midworth apparatus for transmitting 
information to a distance, or of con- 
trolling distant equipment, is ‘ully 
illustrated and described in list No. 204 


published by Evershed & Vignoles 
Limited, of Chiswick, London, \W.4 
Tke installations described include the 


supervisory control of electrical sub- 
stations and the distant indication of 
gas and water flow. 








THE SCRAP HEAP 


FTHEME SONG 


Mr. Oliver Stanley, fourth of his line 
to serve as War Minister, will be handed 
his seals of office tomorrow. If the 
job is to be done with musical honours, 
may we suitable number 

There'll Always be a Stanley.’’—From 
the Evening News of January 8. 


suggest a 


* * * 


STANLEY STANDARDS OR 
BEACONS ?¢ 


BELISHA 


But for a previous rough-and-tumble 
of those in office, the Belisha Beacons 
might have been known as Stanley 
Standards. Mr. Stanley sponsored the 
plan when Minister of Transport. When 
he moved on to the Ministry of Labour 
in 1934, Mr. Hore-Belisha took over the 
lransport post and the beacons idea. 
From ‘‘ The Star.”’ 


* * * 


GLOOMY TRAVEL FORECAST 


Everyone to-day is thinking 
out economies, for economies there must 
be and drastic, if taxes are to be paid. 
It means in all cases sacrifice, in some 
very real hardship. On every man and 
woman, and on every child growing up 
to shoulder a burden he had no part in 
creating, life will press heavier than it 
would have or should. It is no case of 
merely giving up luxuries. Some ma- 
terial needs will have to go unsatisfied, 
many of the conditions of a full and 
cultured life will be out of reach. Travel, 


unique in its power to enlarge experi- 
ence and enrich the mind, is impractic- 
able now because of the war itself. After 
the war it will be just as impracticable 
for thousands in the classes accustomed 
to travel freely before, because when 
they have given the State its due there 
will be nothing left to pay for trains and 
steamers and hotels. ..' —Extract 
from article in ‘The Spectator’’ of 


January 5, 1940, entitled ‘‘ The Rest of 
Our Lives.”’ 
7 + 7 
KAY KYSER SALUTES AMERICAN 
RAILROADS 
Kay Kyser and his ‘‘ College of 


Musical Knowledge ’’ will fete the rail- 
roads of America musically in a pro- 
gramme to be broadcast over the NBC 
Red network Wednesday, Decem- 
ber 27, at 10 p.m. (e. s. t.). The 
orchestra and accompanying vocalists 
will present a programme specialising 
in songs presenting the railroad atmo- 
sphere such as ‘‘ I’ve Been Working 
on the Railroad ’’ and ‘‘ Wreck of the 
Old 97.” The quiz section of the 
broadcast will embrace questions on 
railroading and its relation to the 
musical life of the country.—From the 
‘* Railway Age.’’ 
* * * 


A friend of mine in Paris met some 
French soldiers on leave from _ the 
Maginot Line. They told him that a 
big, French-owned, coal mine near For- 


bach in the Saar district is still working. 
The pit head is on French soil out in 
front of the Maginot Line. The seam 
stretches far beneath German territory. 
The work even during the 
artillery duels between the Maginot and 
Siegfried guns. After every bombard- 
ment, the French soldiers hear a 
familiar ‘‘ toot toot,’’ and out of the 
ground steams a little train loaded with 
coal. It puffs between the two lines back 
into France with its precious cargo 

From the ‘‘ Evening Standard ”’ of Janu- 


goes on, 


ary 4 
” *~ 
INSECTS STOP A TRAIN IN JAPAN 
According to a Domei news agency 


message from Nagoya in Japan, railway 
traffic on the Mino-Ota-Kitano line in 
the Gifu prefecture was temporarily 
suspended recently when swarms of 
millipedes, a_ type of wood louse, 
swooped down on the tracks. Droves of 
insects, estimated at hundreds of thou- 
sands, attacked the tracks for about 100 
metres along the line. So thick was the 
mass that the wheels of a Kitano-bound 
train, in an attempt to penetrate the 
army of insects, could obtain no grip on 
the rails and continued to slip until the 
train came to a complete stop. Traffic 
was resumed after the mobilisation of 
scores of railway hands, armed with a 
petroleum emulsion, had extermined the 
insects and swept them aside with 
brooms. A similar incident took place in 
Japan four years ago on the Koumi 
Highland railway, which runs along the 
foothills of Mt. Yatsugatake in the 
Nagano prefecture. 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


January 12, 1940 
ARGENTINA 
Reconstruction of the Transandine 


Railway 


The yvernments of Argentina and 


Chil studying the possibility of 
expe « the reconstruction of the 
Trans line Railway, although, owing 
to technical and topographical 
diffi ; to be surmounted—necessi- 
tatin 1e rebuilding of 43 km. ot 
line tunnels, 7 large bridges, and 
i ne ition—it is estimated that the 
enti work will not be completed 
befor he end of 1941 or early in 
1942 The reconstructed railway will 
cont to follow the course of the 
Men River, but with certain devia 
tion d at a higher level than 
form in order to give greater 
secur igainst such a disaster as that 
of | iry, 1934. Among the new 
brid ind tunnels necessitated, one of 
the er at Paramillo de las Vacas 
will 800 m. long. A special type of 
dies ilcar designed to negotiate the 
nun is steep gradients will be used 
on 1 route. Meanwhile, it is ex 
pect that the Transandine tunnel will 
h | for road services [as recorded 
in Road Transport Section this 
wee we 54—Ep., R.G.}. 


New Rolling Stock for State 
Railways 


I State Railways administration 
has en authorised by the Ministry 
of Public Works to construct 20 pas- 


sen cars in the railway workshops 


it T Viejo and Alta Cordoba, at a 
cost of $1,600,000 paper. The adminis 
trat has also been authorised to pur 
ha 200 petroleum tank wagons to 
the ilue of 447,600 U.S. dollars 


approximately equivalent to $1,790,000 


Argentine paper) from the Railway 
Equipment of Argentina and Pullman 
Car Company, U.S.A. 


The Oil Fuel Problem 


The possibility of a shortage of oil 


fuel for the use of the national trans 
port services and industries generally, 
owing to the European war, which may 


conceivably interfere with regular sup- 
plies from abroad, has been a cause of 
oncern to the Argentine Government. 
Che President of the Republic recently 
instructed the Ministers of Agriculture 
ind Finance, in conjunction with the 


Director-General of the National Oil 
fields, to study the question and devise 
measures for safeguarding the country 


igainst the serious inconvenience which 
would result from a shortage of oil 
fur ind, if necessary, arrange for the 
purchase of tankers for the transporta 
tion of supplies from abroad. The 
committee reported that there was no 
likelihood of any shortage for the time 
being. But with a view to preventing 
iny undue increase in price, the 


Minister of Agriculture, acting in con 
junction with the Director-General of 
the National Oilfields, was instructed 
to establish a basic price for oil fuel in 
advance every two months, that for 
December and January to be fixed 
during November, and that for Febru 
ary and March in January, and so on 
successively. As a further measure 
towards maintaining prices at a normal 
level, certain concessions will also be 
made for the importation of oil fuel 
from abroad. At the same time the 
Goverrment proposes to purchase a 
number of tankers for the transpor 
tation of oil fuel in Argentine bottoms. 


Pension Fund Claim Against 
Argentine Railways 


As the outcome of a claim against 
the Central Argentine Railway by the 
National Railway Pensions Fund, the 
Argentine railways will be obliged to 
pay into the fund a sum amounting, 
in all, to some 20 million pesos, repre- 
senting deductions made by them in 
respect of expenses incurred in comply 
ing with the Pensions Law regulations 
in connection with the collection and 
paying in of contributions to the fund. 
The action brought against the C.A.R 
was in the nature of a test case, and 
the other railways agreed to accept and 
abide by the decision of the courts in 
the matter. 

The Pensions Fund Board contended 
that the railways were not entitled to 
deduct any sums for expenses incurred 
by them in the collection and remitting 
of contributions to the fund, and 
demanded payment not only of the 
sums retained in this respect, but also 
of the interest accrued in the years 
which had elapsed since the contribu 
tions were paid in. The C.A.R. dis- 
puted the Pensions Fund claim on the 
grounds first, that the company could 
not be forced to incur expenses in con- 
nection with the collection of contribu- 
tions to the fund; and, secondly, that 
most of the sums claimed had become 
statute-barred, more than five years 
having elapsed since the date of the 
contributions, 1934. The Federal 
Court, however, decided against the 
railway company, and this verdict has 
now been confirmed by the Court of 
Appeal. 


WESTERN AUSTRALIA 


Railway Legislation, 1939 

Two measures of considerable import- 
ance to the railways are included in an 
amendment of the Western Australian 
Government Railways Act which passed 
through both houses of Parliament 
recently. These are the maximum dura- 
tion of leases of railway land, and the 
vesting of the Commissioner with power 
to control coloured lights liable to 
conflict with railway signals. 
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In the Government Railways Act, 
1904, under which the Railway Depart- 
ment is administered, provision is made 
for the leasing of unused land for private 
purposes, with the stipulation that no 


lease shall be for longer than seven 
years. The leasing of sites for factories, 


warehouses, and so on, with rail access, 
is a valuable adjunct to railway business, 
and one which is largely exploited by 
most railway systems, but the Western 
Australian railways have been unduly 
hampered in this respect by being unable 
to offer more than a seven-year period. 
Prospective lessees have been averse to 
any considerable capital expenditure on 
land having so short a period of tenure 
and, in consequence, they have gone 
elsewhere, with a loss of revenue to the 
department both in freights on goods 
and rent. A further instance where the 
seven-year provision was contrary to 
the department’s interests was in the 
case of railway land in townships where 
town planning schemes exist. In sucha 
recent instance, the railway reserve has 
been excluded from the business area, 
thereby depriving the department of 
the opportunity of leasing sites for 
business purposes, and, in extenuation 
of the exclusion, the local authority 
quoted the lease limitation of seven 
years, which, it was stated, would pre- 
clude a lessee from erecting a building 
in keeping with those on_ private 
property. 

The amendment to the Act has in- 
creased the maximum period of leases 
to twenty-one years, and this will place 
the department on a better footing to 
negotiate the leasing of land for business 
purposes. 

Control of Conflicting Lights 

The amending Act also introduces a 
section into the principal Act for the 
purpose of giving the Commissioner 
power to control the placing of lights 
in any position which might conflict or 
interfere with the effectiveness of rail- 
way lights, and endanger the life of any 
person on or about the railway, or 
cause damage to railway property. 

With the increasing introduction of 
lights—particularly coloured lights for 
advertising purposes—the necessity for 
some means of control has become evi- 
dent, but co-operation with the owners 


of lights has been possible only by 
mutual consent. Unfortunately, the 


colours most favoured for these lights 
are red and green, and the erection of 
lights in positions where they might 
conflict with railway signals is a poten- 
tial danger which should be avoided. 
Several cases have occurred in which 
lights have been placed in positions 
where they have interfered with existing 
signal lights, and it has been necessary 
either to mask the lights or move the 
signals, at considerable cost and incon- 
venience to the department. The power 
now given the Commissioner enables 
him to control the positioning of lights. 

A further Bill introduced in the 
Western Australian Parliament during 
the current session sought to place in 
a board of three, consisting of repre- 
sentatives of the railways and the local 
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governing authorities, with an indepen- 
dent chairman, power to close level 
crossings considered redundant or parti- 
cularly dangerous to road traffic. This 
Bill, which was framed at the instiga- 
tion of the Commissioner of Railways 
on lines approved by the local govern- 
ment bodies association, passed through 
the Legislative Assembly, but met with 
unexpected opposition in the Upper 
House and was rejected. 


Electric Headlights on Locomotives 


For a number of years the bulk of the 
locomotives working in country districts 
have been equipped with electric head- 
lights of the turbo-generator type, with 
marked success, but engines working in 
the suburban area have continued to 
use oil-burning headlights For some 
time agitation has persisted on the part 
f local authorities and the public for 
a better type of lighting on suburban 
engines, owing to the difficulty in dis- 
tinguishing the existing headlights from 
other lights in the vicinity of the lines 
and the consequent danger to road 
users at level crossings. 

With a view to ascertaining the most 
suitable and economical type of equip- 
ment, trials have been carried out with 
different including a_ battery 
generator system with motor car head 
lights. It was decided that the turbo- 
generator type, which had already 
proved its reliability under all condi- 
tions, was the most suitable for the 
purpose, and 10 turbo-generator sets 
are now on order as a preliminary to 
fitting the whole of the engines working 
in the suburban area with this improved 
system of lighting 


SPAIN 
The Zamora-Corunna Railway 
Che Minister of Public Works, Don 
Alfonso Pefia, visited on December 12, 
the new works now being completed 
at Zamora for the terminal station of 
the Zamora-Corunna railway. \ccom- 
panied by the Director General of 
Railways and the engineers responsible 
for the construction, the Minister also 
visited the great Esla river viaduct and 
was present in the Padornelo tunnel, 
through which the line passes between the 
viaduct and the town, when the headings 
from both ends met in the 
The tunnel is 6 km. (3? miles 
in length, the longest broad gauge 
tunnel in Spain. The viaduct, which is 
still under construction, is of reinforced 
concrete, and is designed to carry two 
broad gauge tracks. It is 500 m 
547 yd.) long The main arch has a 
span of 210 m. (690 ft.) and is 100 m 
(327 ft.) high, and there are eight 
22-m. (72-ft.) approach spans. The 
Esla viaduct will be the largest railway 
bridge in Spain. 


NEW ZEALAND 


Locomotive Classification 
At March 31, 1939, there were 555 
steam, 12 electric, and 5 battery shunt- 
service on the 
During 1939 


sets, 


driven 
centre 


ing locomotives in 
Government Railways. 
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there have also been the following on 
order: . 81 steam and 9 electric loco- 
motives. Engines in service or on 
order are classified as under : 
STEAM LOCOMOTIVES 
Number of engines 


Class [ype In service On order 
\ 4-6-2 58* 
Aa 4-6-2 10 
Ab 4-6-2 141 
B 4-8-0 8 
Ba 4-8-0 10 
Bb 4-8-0 30 
( 2-6-2 24 
F 0-6-0 T 21 
a 0-6-2 T 3 
Cy 4-6-2+ 6 
H 0-4-2 J 6 
J 4-8-2 4) 
Ix 4.8.4 30 
Ka 4-8-45 35 
Kb 4-8-4§ 6 
Lb 4-4-2 | 
O 4-6-2 13 
U 4-6-0) 9 
Ub 4-6-0 7 
Uc 4-6-2 7 
W 2-6-2 T. 2 
Wa 2-6-2 T. 8 
Wab 4-6-2 T. 30 
Wb 2-6-2 T 4 
We 4-6-4 T. 2 
Wwe 2-6-4 T. 37 
Weg 4-6-4 T. 20 
Ww 4-6-4 J 50 
xX 4-8-2 18 
555 81 
ELECTRIC LOCOMOTIVES 
Number of engines 
Class rype In service On order 
Eb Battery § 
shunting 
Ex . 0-4-4-0 6 
Ed ~ 0-4-4-0 l 9 
Eo -« O-4-40 5 
17 iS 


* All except one of these are compounds 
Rebuilt from former Garratts. 
Semi-streamlined. 

§ Do. with booster. 


BELGIUM 


Tariff Revision on the National 
Railways 

The Belgian National Railways Com- 
pany is proposing a revision of tariffs 
expected to produce a moderate increase 
in revenue. In passenger tariffs the only 
alteration of importance is the abolition 
of week-end tickets which are not con- 
sidered to be justifiable in view of the 
re-introduction of return tickets Re- 
garding goods tariffs those traders who 
have agreed to consign all their goods 
by rail (les clients fidéles) will be treated 
as sympathetically as possible. For 
them there will be a uniform increase of 
50 cm. a ton on full wagon loads in the 
general classes, and the obligation de 
fidélité will be extended to consignments 
in the 6th class. The additional revenue 
is intended to come for the most part 
from other traders, who will be required 
to pay in addition to the 50 cm. a ton 
mentioned above: (a) an increase of 
15 per cent. (instead of 10 per cent.) in 
classes 6, 7, 8, and 9; (b) an increase 
of 15 per cent. in the higher classes. It 
is also proposed to abolish the existing 
first and second classes, so that in future 
the scale for goods in these classes will 
be that prevailing in the third class. 
Government sanction will be asked for 
these proposals. 
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FRANCE 


Winter Sports Traffic 

Despite the war, the winter sports 
season in France is proving a success 
Numerous ‘ snow trains are running 
daily to the French Alps a1 the 
Pyrenees. Three trains each evening on 
December 22 and 23 left the Gare de 
Lyon for Saint-Gervais le Faye the 
station serving the region of “font. 
Blanc. The trains were packed by ~oung 
men—many below the military «ge 
and women, carrying their skis, and by 
soldiers on leave. The usual large 
English contingent, however, was ab- 
sent. It was announced that the ‘rains 
for December 28, 29, and 30 were 
already nearly fully booked. The 
organisation of this winter sports traffic 
has been admirably carried out by the 
depleted staff of the Gare de lyon 
where more than 700 railwaymen hay 
been called up for military service. The 
winter sports trains are run in between 
the numerous military and commercial 
transport services, which have been ru 
in duplicate and triplicate this Christ- 
mas. Although soldiers on duty or on 
leave do not require tickets, the pre- 
Christmas traffic has been so great that 
the tickets issued daily average a thou- 
sand more than in December, 1938, 
Expresses running to Toulouse and 
Biarritz are also filled with winter sports 
enthusiasts bound for the Pyrenees 


THE FAR EAST 


Manchukuo to Pay U.S.S.R. 
Final Instalment for C.E.R. 

For the past two years the U.S.S.R 
has refused to conclude a fresh fisheries 
convention with Japan until the final 
instalment due from Manchukuo i 
settlement for the Chinese Eastern Rail- 
way was paid. Now, however, Japan 
has agreed to insure that this payment 
shall be made by January 4, plus in- 
terest at 3 per cent. for the period sinc¢ 
March 23, 1938, when the instalment 
was due, and an additional sum under 
the gold clause. The sum involved is 
Y. 7,093,883 (about £443,368) at current 
exchange rates. All counter and supple- 
mentary claims between the Soviets 
and Manchukuo are to be settled by 
conference in Tokyo. 

Part of the above sum is to be spent 
on Japanese and Manchurian goods re- 
quired by the U.S.S.R., provided that 
the quality and prices are normal. The 
two Powers hope that this settlement 
will conclude the long period of dissen- 
sion between them and enable a long- 
term fisheries convention to be con- 
cluded after the one now agreed upon 
expires at the end of 1940. This is 
expected to obviate the most acute 
source of irritation between the two 
countries. 

fA Reuters message from Moscow 
dated January 5 reports the handing 
over a cheque for Y5,809,565 on 
January 4 by the Japanese Industrial 
Bank to the Soviet Ambassador in 
Tokyo, in the presence of Manchukuo 
representatives.—Ep., R.G. 
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resultant frame stresses and tractive etfort. 
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STRESSES IN LOCOMOTIVE FRAMES 


Abstract of a paper read at a meeting of the Institution of Locomotive Engineers 
in India in which the principal stresses in locomotive frames are discussed 


as often been stated that in a locomotive with the 
l eht-hand crank leading, the frame stresses are 


reater on the left side frame plates; many, however, 
id that the maximum and mean stresses in the plates 


du:ing a complete cycle are the same on both sides. Mr. 
C. W. Clarke, who read a paper in which this matter was 
discussed at a meeting of the Indian & Eastern Centre of 


Institution of Locomotive Engineers in Bombay, 
irked that he had never seen a satisfactory mathe- 







the cylinders and leading coupled axle the frame is in 
tension for one half of a revolution and in compression 
for the other half, but the frame plates at the rear of the 
main driving axle are never in compression when the 
locomotive is in forward gear. For the portion of 
the frame plates between the driving and coupled axles the 
maximum tension stress is less than that forward of the 
leading coupled axles when stresses due to loads applied 
in the horizontal plane only are considered. 
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DRIVING BOX 


matic il analysis to explain the first mentioned point of view. It is assumed that that portion of the frame plates 
| 1 and 2, reproduced, together with the other illustra- between the leading coupled axle and the cylinders fails 
tions, from the July-August, 1939, Journal of the Institu- by tension and not by compression. For a locomotive 
of Locomotive Engineers, show that the maximum with the right crank leading this portion of the frame is 
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nd mean stresses acting on the horncheeks are the same 

the frame plates on both sides, and Fig. 3 shows the 
The present 
inalyses indicate conclusively that whether the locomo 


tive has the right or left hand crank leading, the maximum 


ind mean stresses in the frame plates are the same on 
oth sides. The author’s observations, however, showed 
iat if, in a locomotive with the right crank leading, frac- 


tures occurred in the frames between the cylinders and 
leading coupled wheels, these usually showed themselves 
on the left side frame first, and a hypothesis was used to 


xplain this phenomenon. In this, Fig. 4 shows the trac 


tive effort being exerted from the front cylinder cover fo1 


the backward stroke of the piston, the right side only 
being considered, and Fig. 5 illustrates the tractive effort 
being exerted from the leading faces of the coupled wheel 


ornblocks for the forward stroke of the piston. It 
ollows also that for that portion of the frame between 








left side driving box 


in maximum tension when the right hand crank is at 
90 deg., as shown in Fig. 3. When this occurs the right 
side frame plate is already in tension but on the left side 
frame there is a reversal of stresses from compression to 
tension and it is suggested thai it 1s this reversal of stresses 
at the peak tensile loading that causes failure to occur. 
If slackness exists between axleboxes and hornblocks, then 
increased impact stresses occur. It shculd be noted that 
this explains only why any frame cracks occurring forward 
of the leading coupled axles are usually found in the left 
frame plate for engines with right-hand cranks 
leading. Frame cracks occurring at the rear of the leading 
coupled wheels are just as likely to be on either side frame 
plate and experience with standard locomotives in India 
appears to substantiate this hypothesis, confirmation of 
which could be obtained if trials of engines with suitable 
extensomeiers fitted to the frame plates were conducted. 
It was stated by the author that in considering horn- 
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Fig. 4—Tractive effort exerted from leading horncheeks during backward stroke of piston 
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Fig. 5—Tractive effort exerted from leading horncheeks during forward stroke of piston 


blocks and frame stresses full steam admission throughout — speeds the cylinder tractive effort is reduced rapidly with 
the stroke had been assuined. Forces due to out-of- an increase in speed and in general frame stresses, due to 
balance reciprocating weights and counterbalance weights forces acting in the horizontal plane which have a 


ire neglected and are negligible at low speeds. At higher maximum value at starting. 








Empire’s Largest 


Forging 


Product of the Atlas 
Works of Thos. Firth & 
John Brown Limited. 
Sheffield; weight over 
200 tons. Special pre- 
cautions were necessary 
at every stage of casting 
the ingot and forging 
to shape. Ingots rang- 
ing froma few hundred- 
weights to over 200 tons 
are regularly cast at 
these works, but this is 
the largest of its weight 
so far produced in the 
British Empire 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Holiday-Resort Buses in Wartime 


{OUGH war broke out towards the end of the 
jliday season, it naturally had an adverse effect 
se. resorts which normally count on holiday traffic 
until the end of September. Particularly does this 
to the towns on the south-east coast, in Kent and 
Sussex, many of which are served by the East Kent Road 
Ca ». Ltd., whose local routes extend through every 
co | resort between Whitstable and Hastings. As the 


cl ny’s financial year ends on September 36, the 
recently-issued accounts (recorded at page 35 of our 
ry 5 issue) include exactly four weeks of 
the ir period. In commenting on these at the 23rd 
ul | meeting of the company, held at Canterbury on 

Garcke (the Chairman) said 


D ber 19, Mr. Sidney E. 
for the first eleven months of the year the company 
did very well, but on the outbreak of war visitors fled and 

; impossible to adjust working arrangements in time 


to avoid a bad setback for September. Thus, despite the 
earlier promise, the year ended with a slightly reduced 
profit, but since then there had been an improvement, 
and the organisation was reaching “‘ the normal of abnor- 
mality.’’ There was a prospect, he said, that they would 
go through the winter with results no worse than usual 
for that season, but the profit for the whole year ending 


next September depended almost entirely upon whethei 
those people who normally took their summer holidays in 
the districts served by East Kent buses could be assured 
that the area was safe for them. As Mr. Garcke was Chair- 
man at the time of the last war, he was able to compare 
conditions, and remarked that at that time the lines of 
the enemy in Belgium were much nearer, and raids on 
that part of England were easy and frequent. Nevertheless 
visitors came in considerable numbers. Today the area 
ippeared to be safer, and it was instructive to note that 
much of the area served by the company had been selected 
for the reception of evacuees. The retreat of visitors from 
East Kent last September was unnecessary, he said, and it 
seemed that any decision not to come to such holiday 
resorts for needed rest and recreation would be entirely 
unjustified. The results for the past year being satisfac- 
tory, the directors recommended the maintenance of the 
dividend, but Mr. Garcke warned his hearers that unless, 
in conjunction with others interested in the Kentish resorts, 
the company could persuade the public to come, the East 
Kent services were likely to suffer a substantial setback 
during the current financial year. 


G.W.R. Road Transport in 1939 

‘HE principal effect of the past year on the Road Trans- 
port Department of the Great Western Railway has 
been a concentrated effort on Government work. The 
acquisition of 25 additional vehicles and 50 trailers was 
authorised by the directors, while the replacement of 182 
condemned motor vehicles and 10 trailers was also agreed. 
This brought the authorised motor vehicle stock of the 
company on December 31 to 2,450, plus 23 jointly-owned 
vehicles which are operated by the G.W.R., with 2,164 
Great Western trailers and 12 jointly-owned. The call on 


the company’s resources, and latterly the restricted use of 
petrol, have necessitated an expansion of the company’s 
horse stud, the total of which reached 1,600 at the end of 
1939. During the year, 102 van bodies and cabs were 
built at Swindon works, and 230 repaired; repairs were 
also effected to 445 horse-drawn vehicles. The develop- 
ment of the articulated vehicle is still proceeding, and the 
latest improvement is the provision of an 8-ton type, 
the tractive unit of which is four-wheeled and fitted with a 
special Scammell coupling interchangeable with 6- and 
8-ton trailers. The vehicle is, therefore, not restricted 
as to distance; is suitable for traversing difficult ground; 
and can deal with heavy loads as well as take its place 
in the delivery of normal C. & D. traffic. The fitting with 
the vacuum brake of trailers handling heavy traffic has 
been the subject of satisfactory experiment. The principle 
is similar to that of the train vacuum brake, so that in 
the rare event of a breakaway, the trailer is immediately 
brought to rest. It has always been a practice of the 
G.W.R. to rely for a certain amount of delivery service 
on local hauliers who assist the company as required, and 
in spite of the additional vehicle strength mentioned above, 
this assistance has been called into requisition to a greater 
extent than usual, particularly in handling the sugar beet 
crop raised in areas adjacent to the company’s system. 
In consequence of the war, the Road Transport Depart- 
ment headquarters were removed to the country, with 
attendant difficulties in maintaining contact with other 
decentralised organisations, and also in carrying out repair 
work. Despite the difficulty of operating vehicles in black- 
out conditions, the number of road accidents to the com- 
pany’s vehicles has been exceptionally small, a tribute to 
the vigilance of the drivers. 


Buenos Aires Transport Corporation 


URTHER delay, due to the outbreak of war, has 
occurred in arranging for the financing of the Buenos 
Aires Transport Corporation, which is to control all forms 
of urban transport in that city. After negotiations extend- 
ing over some two years and several extensions of the 
time limit allotted for the purpose—originally fixed at six 
months—the question of the expropriation of the micro- 
buses (colectivos) and most of the bus companies operat- 
ing in the city is still unsettled, owing to the lack of capital 
wherewith to meet the demands of those concerns in 
respect of indemnification, as many of the owners have 
refused to accept shares and are demanding cash. A 
Decree issued by the Ministry of the Interior on Octo- 
ber 27 authorised the transport corporation to initiate 
expropriation proceedings against those bus companies 
which had not voluntarily come under the control of the 
corporation by November 30. The final date for taking 
similar steps against the colectivo owners is January 31, 
1940. 

The decree rejects the claims of the bus owners for 
an increase in the assessed value of their vehicles and 
other assets, as well as in the amount of the indemnifica- 
tion, and stipulates that all the rolling stock and fittings 
taken over by the corporation will be subject to depre- 
ciation costs based on their actual condition, and the 
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modifications made on the original valuation. The final 
valuation of a concern will be payable in shares to an 
equivalent sum; but those owners who demand full pay- 
ment in cash will be subjected to a further proportional 
deduction to cover the expenses incurred by the corpora- 
tion in connection with the necessary operations for 
financing the payment. In the those concerns 
accepting part-payment in cash and the balance in shares, 
the deduction will be made on the ultimate value of the 
shares handed over. With regard to the corporation’s 
lack of capital, we understand that British banks are 
hesitating to participate without some guarantee that fares 
will be raised so as to insure a more remunerative basis of 
operation. It also appears that further extensions of the 
time limits for the absorption of bus and colectivo interests 
respectively are being made.. Meanwhile, the latest infor- 
mation is that nine more bus companies have now agreed 
to accept entire payment of their capital in bonds. This 
will bring the number of buses under the control of the 
corporation to 543, out of a total of 1,718 vehicles in 
service in the city. 


case of 


Highgate Hill Transport 
THE abandonment of rail transport up Highgate Hill is 


deserving of more than passing reference, for, 
although within recent years this has appeared to bi 
very much like any other section of underground-conduit 
tramway in London, the maximum gradient of 1 in 9 is 
such that special provision has always been made. High 
gate Hill was, in fact, the location of the first cable tram 
way in Europe. On October 14, 1882, our constituent 
paper The Railway Times included a prospectus of the 
Steep Grade Tramways & Works Co. Ltd. which was 
‘formed to construct in the first instance the Highgate 
Hill Tramway, on the Hallidie patent cable system, 
authorised by Act of July 3, 1882.’’ Andrew Smith 
Hallidie was a San Francisco engineer and had already 
had some nine years of experience in his native city with 
cable-operated trams on steep gradients. The Highgate 
Hill line was built by the Patent Cable Tramways Cor 
poration Limited, of which Mr. (afterwards Sir) J. Clifton 
Robinson was General Manager. The original intention 
was to have the line at work by March, 1883, but in fact 
public service did not begin until May 29, 1884. A trial 
trip had been run on May 10, but Major-General C. S. 
Hutchinson of the Board of Trade subjected the system to 
a most rigorous test on May 19 before passing it. The 
construction company worked the line until October 25, 
1884, when it was handed over to the owning company. 
The gauge of the line was 8 ft. 6 in., which made physical 
connection with the standard-gauge horse tramways at the 
foot of Highgate Hill impossible. An accident occurred in 
December, 1892, through a cable breaking, and the line 
was closed. In May, 1893, a new company called the 
Highgate Tramways Co. Ltd. was formed to acquire the 
undertaking from the liquidator of its then owner, the 
Highgate & Hampstead Cable Tramways Limited. In 
June, 1893, Major-General Hutchinson on behalf of the 
Board of Trade inspected the line and expressed himself 
satisfied with the improved condition of the plant and 
machinery, but opposition from the Hornsey local authori- 
ties prevented the line being re-opened. Highgate Hill 
Tramways Limited was formed on June 15, 1896, bought 
the undertaking on very advantageous terms, put the line 
into working order, and re-opened it in April, 1897; on 
Diamond Jubilee Day it carried some 150,500 passengers. 
The London County Council obtained special powers in 
1909 to purchase and reconstruct the whole of the cable 
tramway up Highgate Hill, a portion of which was in 
Hornsey (Middlesex) and was purchasable by the Middle- 


sex County Council at any time on giving six month 
notice. The transfer to the L.C.C. took place on August 2 
1909, and the line, 5 furlongs 7-5 chains in length, w 
reconstructed for electric traction on the conduit syste: 
and opened on March 25, 1910. The L.C.C. introduced 
double-deck cars with a special form of mechanical bra 
applied to the conduit slot rail. In 1932 more powert:| 
tramcars, having four motors in each car instead of tv 
replaced the earlier designs. The slot brakes were aba 
doned and cars were equipped with four track shoes whi: 
at the top of the hill, the driver applied mechanically 
the running rails with sufficient pressure to brake t 
movement of the car against gravity. The car was th 
driven down the hill under the control of the magnet 
brake. The Highgate Hill route has now been turn 
over to trolleybus working as part of the North Lond 
conversion scheme. It was intended to begin the troll 
bus services on December 3, but because the turning cir 
at the top of the hill could not be completed in time, tra1 
continued to run until December 9, and were replaced |} 
trolleybuses on December 10. On the trolleybuses th 
are electric coasting brakes which limit the speed of t 
vehicles, and, in addition, powerful air brakes to ma 
service or emergency stops. 


Alternative Fuels Abroad 


URING the discussions in the House of Commons 
which preceded the introduction of the Government's 
producer-gas plant and gas vehicle regulations it was 
stated, on November 7 last, that ‘‘ In 1935 there wer 
1,300 vehicles in France running on producer gas; in 1936 
2,485; in 1937, 4,436; and in 1938 10,000. In Germany, 
in 1937, there were 1,207; in Italy, 1,500; and, in Russi 
in 1938, 16,000 lorries and 9,000 tractors so working. In 
Russia they are working to a programme in respect ol 


next year, which includes 40,000 lorries and 15,000 
tractors. On the other hand, in July, 1939, in Britain, 
there were only 30 vehicles run on this alternativi 


method.’’ It would seem that the figure of 10,000 pro 
ducer-gas vehicles in France in 1938 was a guess, probabl) 
based on the French decree that at least 10 per cent. ot 
any fleet of 10 or more vehicles had to be propelled by 
such means. So far as we have been able to check, thi 
figure of 10,000 is just being approached now. Too much 
reliance need not be placed upon the Russian figures; only 
spasmodic reference to producer-gas road propulsion has 
been made by the U.S.S.R. propaganda organs, and 
16,000 producer-gas lorries form work of a magnitude 
sufficient for a Soviet publicity shout loud enough to 
drown the last trump. Although the German figure is 
probably correct, it gives an altogether incorrect impres 
sion of the alternative-fuel position. As noted at page 288 
of our August 25, 1939, issue, something like 22,000 
road vehicles in Germany are operated on butane or a 
butane-propane mixture, and before that date a Decre« 
had been issued relating to the conversion of all passenge! 
vehicles carrying more than 16 passengers to such propul- 
sion. It is, apparently, an extension of this Decree of som« 
time ago which was mentioned by the official German 
news agency at the beginning of the year, and since widely 
circulated in the English press, which covers the conver- 
sion of, it was stated, 40,000 lorries to run on low-pressure 
town gas. Some modification appears to have been made 
to the Italian regulations for the conversion of road trans- 
port vehicles to home-produced fuels, and subsidies are 
now being offered by the Government for new charcoal- 
burning producer-gas lorries, to the extent of 9,000 lira 
(£120) for a six-ton or bigger lorry; 6,000 lira (£82) for 
four tons to six tons; and 4,000 lira (£53) for capacities 
of two to four tons. 
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Road Transport and_ the 


“The normal of abnormality” 
wartime 


ments abroad 


Fuel 


rationing 


dney Garcke coined a happy phrase recently when, 
essing the annual general meeting of the East Kent 
Ltd., he said that the company’s organisation 
iching ‘‘ the normal of abnormality.”’ This, in fact, 
scribes most phases of the road transport industry 
il ; country. Petrol rationing has been with us for 
han three months, and most operators now have a 
ear idea of what supplementary rations are obtainable, 
adjusted their activities accordingly. The new 
; rationing period begins on February 1. From that date 
s for basic rations will be issued covering three months 
isting until April 30), but extra coupons will be issued 
f period of two months only (and therefore available until 
M 31 
ceipts of the British Treasury from the petrol and 
ehicle duties must be seriously diminished by petrol 
end the consequent reduction in the number of 
motorcars and transport vehicles on the roads. The 
on petrol and oil were estimated to produce in the 
financial year £60,000,000, and the motor-vehicle 
increased by the heavier horsepower tax from 
inning of the present year—£43,000,000. The increase 
horsepower tax from 15s. to 25s. was provided for in 
\pril Budget, and operates from January 1. In view of 
suutbreak of war, and the introduction of fuel rationing, 
entations were made to the Treasury to reconsider 
increased motor-vehicle duties, but this was not found 
ble, partly on considerations of revenue and also as a 
r of Before the war there were 
private cars in use; but 393,000 owners did not 
their licences at the end of the September quarter 
pared with 159,000 who did not do so at the same time 
1938. It was computed in the trade that another 750,000 
ild drop their licences at the end of December, but precise 
ial figures are not yet available. Lower rates of taxation 
vehicles driven by or steam, effective from 
, are provided for in the Gas & Steam Vehicles 
Duties) Bill, to which further reference is made at 
pag in Mr. Brian Reed’s article on ‘‘ Producer-Gas for 
Commercial Vehicles.’’ 


ir Co. 


i] ve 


| as 


economic policy. 


1.970.676 


oods gas 


lanuary 1 


Driving Tests Resumed 
lhe Ministry of Transport driving tests were resumed on 
nuary 1 after an interval of four months caused by the 
transfer of examiners to other duties. The accumulated 
plications for the tests, which began coming in at the 
ginning December, totalled about 7,000. The numbers 
of tests that can be conducted in one day is limited by the 
short period of daylight and the restricted number of examiners 
iilable, and it may, therefore, be some time before all those 
10 have applied, or may apply, can be tested. 


ol 


Reprieve for Non-Pneumatic Tyres 
When, a few years ago, the requirement of pneumatic tyres 
motor vehicles was made general, vehicles and trailers 
hich had been put on the roads with non-pneumatic tyres 
fore January 1, 1933, were given a reprieve until January 1, 
1940. In present circumstances the Minister of Transport 
has now made regulations extending the period for another 


vear, until January 1, 1941. The operation of the require- 
ent that certain other vehicles and trailers which do not 
have to be fitted with pneumatic tyres must have wheels 


ith a rim diameter of not less than 670 mm. has also been 
postponed from January 1, 1940, to January 1, 1941. The 


* The first article in this series was published in our issue of 
September 22, page 401; the second on October 20, page 515 ; and 
the third on November 17, page 639 
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Licensing and taxation in 


London Transport road services —Bus lighting improve- 


Strategic road _ construction 


title of the regulations is the Motor Vehicles (Construction & 


Use) (Amendment) Provisional Regulations, 1939; they 
amend the Motor Vehicles (Construction & Use) Regula- 
tions, 1937, and the Motor Vehicles (Construction & Use) 


(Track Laying Vehicles) Provisional Regulations, 1937. 


Trailers 

A further requirement, the coming into force of which is 
postponed for one year, is the regulation that from January 1, 
1940, no motorcycle without a side-car may draw a trailer. 
\ proviso is added that this regulation shall not apply to 
prevent the towing of a broken-down motorcycle by another 
motorcycle. Under the new regulations a concession 1s 
granted to users of steam tractors fitted with pneumatic tyres. 
The total permissible weight laden of a trailer drawn by such 
a vehicle (together with the laden weight of the drawing 
vehicle) has been raised from 22 tons to 24 tons. 


Insurance 
In September last the Minister of Transport announced 
that insurers had agreed for three months to continue and 
to extend, without any general increase in rates, existing 
policies for ‘‘ grouped ’’ motor goods vehicles, although the 
Emergency Vehicles & Drivers) Order, 1939, 
removed certain restrictions on ‘‘ A,”’ “* B,”’ and ‘*‘ C”’ licences 
under the Road & Rail Traffic Act, 1933. The Minister has 
now announced that the insurers have agreed to extend the 

arrangement until February 29, 1940. 


Powers (Road 


London Transport Road Services 


As the international situation worsened in the days before 
the outbreak of war, the War Office began to requisition 
London Transport buses for its needs, and soon 400 vehicles 
were on errands far and wide in England. Then the great 
evacuation movement began and in four days at the begin 
ning of September 4,170 buses and 990 trams and _ trolley 
buses were used to carry the school children and others out 
of London, without a single mishap of any kind being 
recorded. At the same time all the Green Line coaches were 
withdrawn and converted to ambulances; some months 
earlier they had all been equipped for instant conversion, 


with space for 10 stretcher cases. From September 1, there- 


fore, certain of the London bus services were reduced in 
frequency and all Green Line coach services suspended, 
entirely apart from any question of fuel rationing. 


In all, about 1,600 Central Area (red) buses were withdrawn 
when petrol rationing announced for September 16. 
London Transport issued a list of bus services which were 
to be discontinued on that day, but the postponement until 
September 23 of the rationing caused any action to be 
deferred, and, in fact, only three services were discontinued. 
By this time a heavy burden had been thrown on the buses 
by the closing of tube stations, the difficulties of running in 
the blackout, and the conversion of thousands of private 
motorists into bus passengers as the result of fuel restrictions. 
London Transport therefore began to rebuild its bus system 
to suit wartime conditions. The new habits of the travelling 
public as a result of the blackout, the altered times of 
closing business houses with their effect on peak travel, and 
staff problems all had to be considered. 

Observations were taken to show what adjustments were 
essential, and a gradual building-up process was begun. The 
broad principles adopted were to retain the reduced services 
during the midday period and after 8 p.m., and to strengthen 
the morning and evening peak schedules, especially on routes 
not served by trams and trolleybuses (which had not suffered 
reductions). New bus schedules were brought into use on 
22 routes on October 18, providing 2,000 more bus journeys 


was 
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a week. On October 25, revised schedules for 21 routes 
allowed for 1,200 additional journeys a week, and a further 
group of services was revised on November 1. By Novem- 
ber 8 over half the schedules for the whole London bus fleet 
had been overhauled, and on that date 10 further routes 
began to work to their war timings. November 15 saw 
13 further services revised; November 22 an additional 32; 
November 29 another 35; and December 6 a group of 41. 
By the last-named date over 600 additional buses had been 
placed in service with the gradual improvement of schedules. 
The basic wartime reorganisation was completed on Decem- 
ber 13, but further important adjustments were made on 
January 3, bringing the total of additional buses in service 
up to more than 700 in all since the early days of the war. 
Now all the bus services have been placed on new wartime 


21,700 ROAD VEHICLES 


OF THE LMS 
WILL CARRY THE LOAD 





These posters give some idea of the extent of the road transport activities o 
8 , i FP , 


the L.M.S.R. in wartime 


with the primary objects of getting 
people to and from work. At the same time the services of 
Country Services (green) have been altered, and 
increased where necessary to serve evacuees; the most recent 
change is in the Dartford area, where a _ completely 
reorganised service was introduced on January 3. 

On November 1, three special express services of double- 
deck buses in green livery began to run in East London on 
former Green Line coach routes. At the end of November, 
153 Green Line vehicles were released from ambulance duty, 
and on December 13 some of these vehicles reopened the 
Aldgate—Upminster—Corbets Tey route—the first to be 
operated with Green Line coaches since August 31. Four 
other coach services are to be restored on January 17. 

Early in November the Woolwich Council asked the 
London Passenger Transport Board to introduce trailers to 
tramcars, as was done in the war of twenty-five years ago by 
the L.C.C., but the suggestion was later turned down, and on 
November 29 London Transport announced that the pro- 
posal was not practicable as the trailers had been disposed 
of; it was added that the slowing up of traffic resultant from 
the use of tram trailers did not encourage a further experi- 
ment. Trailers to single-deck trams are, of course, used 
extensively on the European Continent. 

During the past year 37 route miles have been added to 
the trolleybus system, and the fleet of trolleybuses in service 
has been increased to nearly 1,400. The period includes four 
months of war, during which further conversions were com- 


schedules, designed 


buses 





7.600 HORSES 


ON THE LMS ARE 
PULLING THEIR WEIGHT 


pleted on the north side of the River Thames, but we un 


er- 
stand that further work on the southern system is b ng 
suspended until after the war. On September 10 + _m 
route 77 (Aldersgate and West India Docks, via Hack: “y) 


was converted to trolleybus working as route 677, wit 
slight modification (see THe RatLway Gazette of October 20 


page 517). Trams were withdrawn from Whitechapel file 
> . : , ue 
— = Road, Stratford, Leyton, and Ilford, on Sunc iy 
November 5, and their place taken by trolleybuses. he 


tram routes affected—No. 61 (Leyton and Aldgate) nd 
No. 63 (Ilford Broadway and Aldgate)—were among 


busiest in London, carrying between them in normal { ; 
100,000 passengers a day. The trolleybus routes, which , a 
the same ground as the trams, are numbered 661 and ¢ 3. 
[he 74 trams withdrawn were replaced by 83 trolleybuses. 


This was the tenth stage of ¢{} 
London Transport programme of con 
verting the northern tram system. 
['wo more stages remained, namely 
the conversion of tram route No il 
(Moorgate to Highgate Village), and 
of routes No. 65 (Poplar—Blooms 
bury) and No. 67 (Barking—Aldgate). 
The conversion of the Highgate 
route, which includes the 1 in 9 
gradient on Highgate Hill, took place 
on December 10; we refer to this in 
greater detail at page 48. 


Bus Lighting 

When the blackout regulations 
came into force, at the beginning of 
September, in order that the interior 
lighting of London buses and trolley 
buses might be reduced to the pri 
scribed limit, alternate lamps were 
removed, and the remaining lamps 
were fitted with cone-shaped shades 
permitting only a glimmer of light to 
through blue gauze. Similar 
steps were taken in other parts of the 
country. On September 25 the Home 
Office approved a slight relaxation, 
permitting a small slit to be cut in 
the upper part of the shade so as to 
throw a small beam of white light on 
to the ceiling. Ever since the begin 
ning of the blackout, efforts have 
been made by London Transport to 
devise a scheme which, while satis 
fying the stringent regulations, would enable passengers to 
read while travelling in road vehicles. After many experi 
ments and observations from the air, these efforts have 
resulted in the production of devices which have received 
official approval. On December 20 it was announced that 
the Ministry of Home Security, in conjunction with the 
Ministry of Transport and the Air Ministry, had accepted 
the London Transport scheme for general adoption on buses 
and trolleybuses. The arrangement, whereby shades permit 
every lamp inside the vehicle to be used without throwing 
light outside, should enable passengers to read, although, 
despite the great improvement over the earlier lighting, it 
cannot be described as a real reading light. Steps are being 
taken to demonstrate vehicles fitted with the new shades to 
public service vehicle operators in Great Britain. The first 
London bus equipped with the improved lighting was 
inspected by the press on January 3, and two such vehicles 
were placed in service the next day, one on route 27A (High- 
gate—Camden Town—Turnham Green—Teddington) and the 
other on route 30 (Roehampton—Putney—Hackney Wick). 
The new shade enables 20 times more light to be given than 
heretofore and yet shows less light outside the vehicle than 
does the first type of fitting. Moreover, with the new system 
every lamp can be employed. The magnitude of the task 
of bringing the lighting of all London Transport buses and 
trolleybuses up to the new standard is indicated by the facts 
that the programme involves adapting 83,000 existing cone- 
shaped shades; manufacturing and fitting 28,000 cone-shaped 
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.d 76,000 of a new type circular shade. The total 
shades to be adapted or manufactured and fitted 
:7,000. It is expected that the whole London Trans- 
fleet will have the new lighting by the end of 
Green Line coaches, which have centrally-placed 

1e roof, are being equipped with a different kind of 

‘ erally similar to that in use on L.N.E.R. and 
M tan Line suburban trains composed of compartment 
’ , addition to improving passenger amenities, the 
ighting is assisting conductors, as a spotlight has 
ided on the platform to help the conductor in 


his money and making out his returns. Experi 
also being conducted in London to secure a 


ight adapted to the special requirements of buses 
eybuses by using two masked headlamps, each of 
usual power. 


Fuel Rationing Abroad 
ind other imported fuels for motor vehicles are 
to restrictions in many parts of Europe, and the 
notes outline the position to date. At tle end of 
N ver the Finance Committee of the Jersey States recom 
1 tax of 3d. a gallon on all petrol and lubricating 
etrol rationing for all motor vehicles was introduced 
ir on December 1. Privately owned cars and motor- 
ere not allowed on the roads in Italy for the first 
onths of the war, but by the beginning of December 
allowed again for certain purposes. Car owners 
permitted a monthly petrol allowance of 30 gallons 
may have 12 gallons. Last Saturday 
iary 6) a new surtax came into operation in France 
ng in an increase in the price of petrol. It will be 
led that rationing of petrol was introduced in France 
the last week of September. 
In Denmark traffic is still 





1otorcycles 


road much restricted. From 


De ber 1 a petrol rationing system was introduced, and 
ll types of cars were again allowed, but the petrol ration 
vas graduated. Private cars are allowed 25, 40, or 50 litres of 
trol a month according to the size of the car. Agents, 
irs, taxi owners, and so forth, get more. Lorry and 

bus traffic is severely restricted. The petrol price has been 
rising and had reached 34 cre a litre, but a law has now been 
passed, raising the tax from 13 to 23 ore a litre, so that the 


rice is now 44 ore a litre, and is even expected to rise 
hortly to about During the first few weeks of the 

petrol was rationed in Norway to 40 per cent. of normal 
nsumption, but rationing was abolished on October 20 and 

id traffic in the towns has assumed its normal course. In 
Sweden, petrol is rationed to 50 per cent. of peacetime con 
sumption, and prices have been increased. Rationing of 
petrol has been imposed in Switzerland and an attempt made 
to restrict Sunday driving, the result of which has been that 

otorcars may be seen piled up with skis setting out on 
Saturdays for the weekend. The Belgian authorities have 
coped with the shortage of petrol by doubling the price, and 
the reduction of consumption is a sign of the efficacy of thi 
measure. 

Every few weeks further restrictions appear to be levied on 
drivers of Germany. During October a decree 
stating that army officers, civil and 
party officials were the only persons allowed to receive petrol 
nd to use cars. In November the small numbers of private 
were again weeded out. Their previous permits 
were not deemed sufficient, and special passes were required 
to be pasted on windscreens. Since this time it has been 
necessary for drivers to fill in yet another form stating their 
reasons for needing the use of a car. Taxi drivers in Berlin 
were also warned that their cabs might not be used other 
than fer urgent journeys. The Neue Ziircher Zeitung during 
November stated that there were only 80 taxis in Berlin. 
In this same period it was announced that no German would 
be allowed to sell his used car without first obtaining a valua- 
tion certificate from a special government valuer. The glut 
of low-priced cars, apart from petrol and other limitations, 
is stated to have brought the German motorcar industry 
practically to a standstill. By the beginning of December a 
decree was issued in Frankfort which had the effect of 
reducing the number of cars to less than ore-seventh of the 


50 ore. 


the motor 


was issued servants, 


motorists 


then total. At the beginning of the war 29,000 persons in 
the Frankfort district satisfied the authorities that cars were 
necessary to their business, but the number has now been 
brought down to 4,000. It is understocd that similar orders 
through Germany are to be expected. The last month of 
1939 also saw a decree made by the German Ministry of 
Defence restricting the use of delivery vans and lorries and 
forbidding heavy motor traffic for cross-country work. It 
will be remembered that during October firms were urged to 
make use of road vehicles for cross-country transport in 
order to relieve pressure on the railways. It is stated that 
the new decree is designed to effect petrol economy. It is 
also announced that drivers are to be issued with journey 
books in which the purpose of every trip must be stated. 
In the New Year further restrictions are foreshadowed, for 
example, it is stated that the police are authorised to picket 
the roads and may stop any driver to question his right 
to be using a motor vehicle. It is necessary for all owners 
to keep motors in going condition and ready for instant 
requisition, and the penalty for failure to obey this order is 
imprisonment. 


New Roads in Wartime 

In the many countries of the world that are affected by the 
shadow of war, whether they are actually fighting or not, 
road construction programmes have been modified. Ordinary 
road building has been reduced to the minimum, and new 
strategic roads have been put in hand. In South Africa, for 
example, the National Roads Board has been given special 
powers to expedite the construction of three national roads 
which would be of strategic importance in the event of an 
attack upon South Africa. The three roads are to be com- 
pleted before the end of the present year. In the interest of 
economy, Ulster Government grants hitherto made from 
the Road Fund to local authorities for the maintenance of 
roads have been discontinued, and thereby some hundreds of 
thousands of pounds will be saved. One county alone 
(Antrim) has decided to cut its road expenditure by over 
£80,000 a year. The Ulster Government states that the 
national emergency makes it imperative to limit road expendi- 
ture to the amount required for maintenance alone. <A heavy 
decrease in the revenue from motor taxation is expected. 

Two days before the Russian invasion of Finland it was 
announced that restrictions on sea-going commerce in the 
3altic had caused consideration of plans for a new motor 


highway between Finland and Norway to be hastened. The 
highway would begin at Kemi, Finland, and follow the 
Swedish-Finnish border to one of the Norwegian ice-free 


ports. It was then stated that a company had been formed 
to operate a fleet of 500 lorries when the road is completed. 
Little official indication has been given of the general progress 
of the German Reichsautobahnen, and the map we reproduced 
at page 639 of our November 17 issue (which was based on 
information received from a number of reliable sources) 
appears to have attracted some attention. The only state- 
ments contained in official German announcements relate to 
new roads in the east. The Governor of Danzig and West 
Prussia, Herr Forster, turned the first sod of the Reichsauto- 
bahn on former Free City territory on September 18, 1939, 
in the presence of representatives of Dr. Todt, the Inspector- 
General of German Highways, the former Vice-President of 
the Danzig Senate, and 200 workmen. Before the war, the 
East Prussian Section of a through road from Berlin to the 
Lithuanian frontier, via Stettin and Konigsberg, was well 
advanced. On October 19 Herr Hitler conferred the title of 
Major-General on Dr. Todt in recognition of “ his unique 
military services rendered in connection with the building of 
the Siegfried Line and the Western air defence zone.’’ Major- 
General Todt stated in a broadcast on December 4 that there 
were no usable roads connecting Germany and Russia through 
Poland. He said there were only 1,200 miles of real roads in 
Poland concentrated almost wholly in the West and around 
Warsaw ; it would take Germany many years to build the 
necessary roads. The only new Autobahn known to be planned 
for Poland is one between Berlin and Moscow. The section 
between Moscow and Minsk is said to be almost complete, 
and Germany has undertaken to build the section from Minsk 
to Berlin. 
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Continuation from page 775 of December 15 issue of an article de- 
scribing taxation and regulations, British vehicles, the potentialities 
of producer-gas transport, and the various types of equipment 


January 12, 1940 
Road Transport Section 
By BRIAN REED 
fuel for producer-gas road transport vehicles has to be 


INCE the last instalment of this article tax concessions 
for goods vehicles operating on gas or producer- gas, 
or steam, have been given general approval in the 

House of Commons, and came into force on January 1. 
Cited as the Gas & Steam Vehicles (Excise Duties) Bill, 
the new regulations modify previous provisions. The taxa- 
tion rates now chargeable on gas and steam vehicles are :— 


} 


Not exceeding 12 cwt. tare .. = sia a Fe 
12 cwt. up to and including 1 tontare .. ax sae 
1 ton up to and including 1} tonstare.. <r 
1} tons up to and including 2 tons tare .. .. oo 
2 tons up to and including 2} tons tare .. «s of 
24 tons up to and including 3 tons tare .. oan 
3 tons up to and including 4tonstare.. -« 
4 tons up to and including 5tonstare .. ca “ae 
5 tons up to and including 6tonstare.. -- 8 
For each additional ton or part of a ton .. oe 


These are no different from ordinary road-vehicle rates 
except in the lightest class, and the concessions are simply 
that in arriving at the taxable weight of a vehicle which 
carries a container for holding gas for the propulsion of 
the vehicle, or plant and materials for producing such gas, 
the unladen weight may be reduced by 10 cwt. in the case 
of a vehicle taring over 12 cwt. and not more than 3 tons; 
by 15 cwt. for vehicles exceeding 3 tons tare but not 
exceeding 6 tons; and by 1 ton in the case of a vehicle 
with a tare greater than 6 tons. 

No trailer tax is payable where the trailer drawn is used 
solely for a container holding gas for the propulsion of the 
vehicle, or plant and materials for producing such gas. 
For the purposes of the Act, gas is held to mean any fuel 
which is wholly gaseous at 60° F. under a pressure of 
30 in. of mercury. The Minister of Transport is to circu 
late draft proposals to modify other restrictions of speed, 
maximum laden weight, and haulage of trailers affecting 
eas-driven vehicles. Among restrictions at the moment 
are: except by special permission from the Ministry of 
Transport a public service vehicle may not operate with, 
say, an 18-in. to 24-in. extension on the back of the 
chassis and carrying the gas-producing equipment: and a 
six-wheel or eight-wheel lorry of maximum overall length 
cannot operate with a plant mounted on a trailer, as the 
legal overall length of 33 ft. would be exceeded. 


Mineral Fuels 


A statement issued by the Mining Association of Great 
Britain says that, in conjunction with motor manufac- 
turers, the coal and carbonisation industries are pressing 
forward with the supply and distribution throughout the 
country of fuels suitable for producer-gas plants, and are 
concentrating on the design of plant and engine modifica- 
tions so that a performance comparable with _petrol- 
engined vehicles may be obtained. 

Specifications have been drawn up to give the char- 
acteristics of fuels for use in existing types of plant, and 
the central research organisation of the industry is avail- 
able for the testing of fuels offered as conforming with the 
specifications. Carefully selected and specially prepared 
fuels meeting the requirements of the specifications are not 
at the moment available in unlimited quantities, particu- 
larly types with a low moisture content. The supply of 


dealt with in relation to other demands, and the Mining 
Association statement points out that in order to conserve 
supplies it may only be possible to supply such selected 
fuels direct to actual users of producer-gas vehicles. 


Railway-Associated Company’s Bus 

An important application of producer-gas propulsion to 
a passenger vehicle has been made through the conversion 
by United Automobile Services Limited of a modern 
36-seat single-deck diesel bus. The plant used is of the 
Gouhin-Poulenc type, and apart from certain proprietary 
fittings was redesigned and constructed at the company’s 
Darlington works. One of the most valuable features of 
this change-over is that the seating accommodation has 
not been reduced in the slightest. The plant is totally 
enclosed and housed at the rear of the vehicle in the 
luggage locker. Welsh anthracite is the fuel used at 
present, and the hopper has a capacity sufficient for a run 
of about 200 miles. The bus is now operating 100 miles a 
day on the Darlington to West Hartlepool route, and the 
fuel cost per mile is 0-80d. compared with 1-12d. for diesel 
oil. 

Since the introduction of fuel rationing the United ser- 
vices have been operated principally by diesel buses, but 
the company is to experiment further with producer-gas 
plants, and is engaged in building a trailer-coupled plant 
which eventually will be tried in one of the heavy goods 
vehicles operating between Newcastle and Manchester. 


Producer-Gas Operation 

Whether the producer-gas unit shows real economy over 
petrol and diesel buses is often difficult to say, and con- 
stant increases in petrol and fuel oil costs, and not unlikely 
increases in producer-gas fuel costs, help to complicate 
the position. Invariably there is some saving in the fuel 
bill, but this item is not as a rule a great part of the total 
operating cost, and although fuel saving is trumpeted, in 
reality the question is one simply of fuel availability. If 
petrol and oil costs continue to rise, and solid fuel costs 
do not, fuel economy may become a reason for conver- 
sion, but still within the rather narrow limits of the total 
fuel bill. Moreover, the fuel bill and the general perform- 
ance are likely to be affected adversely if the operator 
intends to run the engine on petrol occasionally, because 
no increase in the compression ratio to 8: 1 or more can 
then be achieved. 

Whether or not the power loss occasioned by converting 
a petrol engine to gas operation will be serious in practice 
depends upon the size of the petrol or oil engine in relation 
to the capacity and load of the vehicle, and to the route 
and schedule. A road performance as much as 30 per 
cent. inferior to that of the petrol engine may be found; 
it is not merely a lower maximum b.h.p. which militates 
against the success of a gas engine, but also a lower 
torque and therefore less pulling power. In certain cases 
an increase in the normal schedule has had to be made to 
compensate for the lower power and inconsistencies in the 
operation of the producer plant. As an example, a long 
period of slow running in some designs leads to poor gas 
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A: t Bristol bus con- 

vert om diesel to pro- 

duc s operation with- 

out acrifice in seating 

acco7imodation, United 

{uiomotile Services, Ltd. 

The bus is operating in 

the South Durham area 

when the engine is required to speed up again. Lorries 
in ises Which are carrying full loads most of the time 


rking to strict schedules are rarely good conversion 


) sitions. 


Maintenance Work 

is little evidence to show that maintenance costs 
rf complete vehicle are less than those of a_petrol- 
e} d or diesel unit; indeed, they tend to be more. The 
( itself may not require any additional upkeep, 
igh greater cylinder wear is likely unless the filtering 
cleaning of the gas are efficient. Occasionally it is 
said that the engine requires much less decarbonising, but, 
ven if this be true, the extension by as much as 35 to 
40 per cent. of the mileage between successive decarbonisa- 
tions has little effect on the total operating cost per mile 

iken over the life of the vehicle. 
Ihe gas producer, cooler, and cleaner are not sub- 


; 


stitutes for something found on a petrol or diesel vehicle, 


| ( 


except the fuel tank and fuel transfer arrangements. They 


additional pieces of equipment, and the maintenance, 


RUNNING RUNNING 
ON ON 


GAS 





Rear view of the United bus showing the producer-gas 
plant located in the luggage locker 











cleaning, and inspection are additional charges which 
partly counterbalance the economy in the fuel bill. The 
cleaning of filters, and attention to the producer, coolers, 
and other equipment, may take enough time either at 
the end of the day or during the weekend to increase the 
wages bill. Some operators find that filters take anything 
from one to two hours a week to clean. One operator 
has found that cleaning, refuelling, and starting occupy 
an extra half-hour a working day. The extra cost seems 
to be of the order of }d. per vehicle-mile, but the work is 
absolutely essential if trouble from tarring and ring sticking 
in the engine is to be avoided. 

There is an additional charge for preparing and load- 
ing the fuel, and wages costs may have to be increased 
because a certain amount of skill and intelligence are 
necessary to get good results from a producer-gas vehicle 
in the present state of the art, and the incentive of extra 
wages may be necessary to attract the right type of man. 
Differences in lubricating oil costs between the gas engine 
and the previous petrol or diesel unit are generally so 
small as to be negligible. 


Financial and Standing Charges 

On the purely accounting side, conversion cost, or extra 
price for a new gas vehicle, will amount to £60-120; 
interest charges must be allowed on the figure, and also 
something for the depreciation of the plant. Further, extra 
fire insurance premiums may be demanded if the vehicles 
are stabled and serviced in the same garage as_ petrol 
vehicles; alternatively, the vehicles must be kept outside, 
a procedure adopted by the London Passenger Transport 
Board for the Bellay and Ministry of Mines buses running 
experimentally. 

In peacetime all these considerations, and their financial 
equivalents, must be balanced against the saving in fuel 
costs, but in time of war, with rationed liquid fuels, it 
may well be that inferior operation for equal working costs 
may be worth while in order to maintain services and the 
public goodwill. Vehicles operating 20,000 miles a year or 
more seem to show a saving of 1d. to 1?d. a mile in fuel 
costs when converted from petrol to producer gas, and 
1d. to $d. a mile when converted from a diesel. Com- 
pared with a well-designed and well-driven diesel, the 
operating cost of a producer-gas vehicle may be greater, 
and coupled with inferior performance, but the inferior 
performance may be nullified at some extra cost by fitting 
a pressure-charger. For a mileage of 500 to 600 a week, 
the running costs of an eight-ton gas lorry seem to be of 
the order of 64d. to 63d. a mile, but the gross operating 
cost including all standing and establishment charges is 
probably 8d. a. mile. 

(To be continued) 








54 THE RAILWAY 


GAZETTE January 12, 1940 


Road Transport Section 


Overseas Notes 


Transandine Railway Tunnel for Road Services 

In view of the length of time likely to elapse before the 
Transandine railway services can be resumed—it is estimated 
that the reconstruction of the railway will not be completed 
before the end of 1941 or early in 1942—the possibility 
of using the Transandine tunnel for international motor 
traffic has been discussed at a conference held in Buenos 
Aires between representatives of the Argentine and Chilean 
Governments, and an agreement has been signed by their 
respective representatives. The main clause of this agree- 
ment stipulates in precise terms the manner in which the 
Argentine and Chilean sections of the tunnel are to be con- 


trolled and regulated by the respective governments. A toll 

of 5 Argentine pesos is established for a vehicle, and 

50 centavos (Argentine) for a passenger. Other clauses 
Conversion of Railway to 


Highway 


The concrete bridge shown on the 
right is on the 25-mile railway 
connecting Commerce Bight with 
Middlesex, in the Stann Creek 
District of British Honduras. The 
railway—uwhich serves one of the 
best grapefruit growing areas in 
the world—is now being replaced 
by a highway, and when this is 
complete, the track will be removed 
from the bridge and its approaches 


relate to safety precautions, operation, lighting, and signal- 
ling. A sum not exceeding $20,000 Argentine paper is to be 
invested in repairing the tunnel. This will be the subject of 
a special clause embodied in the convention, as the cost of 
the work is to be borne in a proportion to be agreed upon 
by the Roads Department of each country. 


Spanish Road Reconstruction 
The Spanish Ministry of Public Works has authorised a 
credit of 13,348,950 pesetas (£333,000) for road repairs and 
reconstruction in various provinces. Among the most 
important works are the new bridge over the River Duero on 
the Pefiafiel to Esguevilla road, the bridge over the Ebro at 
Mora del Ebro, and the bridge over the Tormes at Ledesma. 


American Lorries to Replace Captured Chinese 
Railways 

In order to replace Chinese railways captured by the 
Japanese, the Chinese Government in Chungking has let a 
contract to the Kee Shin Freight Lines Inc., a freight road 
transport concern, for the introduction of fast road services 
carried in American lorries. Several thousand of the latter 
have been purchased through the agency of the Universal 
Trading Corporation for this purpose, and further purchases 
are contemplated. Meanwhile, Mr. Maurice Sheahan, Vice- 
President of the Kee Shin Lines has proceeded by air from the 
U.S.A. to China, to make a survey of the highway transporta- 
tion problems in the interior of China, and is to report upon 
them to the Chinese Government. 


Very Large Capacity Buses in China 
The China General Omnibus Company was a pioneer in the 
use of lightweight bus bodies, which were adopted in order 
to enable large loads to be carried within reasonable weight 
limits. Recent additions to the company’s fleet include a 
number of A.E.C. vehicles equipped with all-metal bodies 





built in the bus company’s Shanghai workshops. Nine are 
70-seat double-deckers on six wheels, and five 37-seat <incele- 
deckers, also on six wheels. Moreover, the numbers of 
standing passengers regularly carried frequently bring double- 
deck loads up to 82 and single-deck loads up to 62. t the 
end of 1938 the A.F.C. received orders for 14 double-deckers 
and 12 single-deckers, and in the near future the China Genera] 
Omnibus Company’s fleet will include a total of 45 Southal) 
built units. 
New Roads in Slovakia 


The independence of Slovakia was proclaimed on March 14 
last; Germany took the new State under protection on 
March 16; the treaty between Slovakia and Germany was 
signed on March 23; and the Slovak State was recognised by 
Great Britain on May 4. The Frankfiirter Zeitung states that 


ced 
ca ee ad 


Sage apes 


138 miles of new roads have been built since Slovakia was 
declared independent, 154 bridges have been strengthened, 
and two new ones built. It seems that the new road mileage 
is that of the Pressburg—Sillein—Rosenberg motor road, 
which has been built by German firms in recent months. A 
report in the Neues Wiener Tagblatt indicates that, in addi- 
tion, 9,000 workers are now being employed in building 
142 miles of new roads. 


Road Transport in Canada 


The number of road motor vehicles registered in Canada is 
still increasing, says the Report on Economic and Com- 
mercial Conditions in Canada, issued by the Department of 
Overseas Trade (H.M. Stationery Office, 2s. 6d. net). While 
in 1926 there were 832,268 vehicles registered, in the year 
1938 the total had reached 1,394,853, of which 1,159,604 
were passenger cars and 220,114 commercial vehicles. Of 
these totals, 580,364 passenger cars and 82,634 lorries were 
registered in the province of Ontario. The report of the 
Royal Commission appointed by the Government of Ontario 
in August, 1937, made a number of recommendations 
intended to regulate the road traffic in the province, includ- 
ing a systematically graded taxation scheme under which 
road transport interests should contribute a larger share 
towards the construction and maintenance of highways. In 
the whole of Canada the total mileage of roads open for 
traffic in 1937 (the latest year for which details are avail- 
able) was estimated to be 559,040 miles, including 114,032 
miles of surfaced roads, of which 92,989 miles were gravel 
roads. Nearly half the surfaced road mileage is in Ontario. 
The total expenditure on roads, highways, and ferries, in 
1937, amounted to over $95 millions, of which $85-1 millions 
represented expenditure by the provinces, Dominion expen- 
diture just over $5 millions, and municipal expenditure $4:8 
millions. 
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Abandoned Canal Converted to Tram Subway 


A fast and frequent service of cars, protected by 
automatic signalling, now runs over the concrete- 
encased canal bed at Newark, New Jersey 


(See illustrations on pages 56 and 57) 


> many vears the old Morris Canal in Newark, New 
ersey, lay derelict, and its bed was used as a 
ublic dumping ground. Some five or six years 
owever, it was decided to convert the canal into a 


Fr 


asV’ 


tram subway, so as to enable a fast service to be run 
without interference from road vehicular traffic. Accord- 
ingly some 43 miles of the canal bed were cleaned out and 
enclosed with reinforced concrete retaining walls, and 


wherever roadways passed over it, portions were roofed in. 


The estimated cost of this work was $10,000,000. Where 
the busy part of Newark was traversed, the city con- 
structed a boulevard, varying in width from 60 ft. te 


100 ft., longitudinally over the subway, and here steel 
bents at 5-ft. spacings were used, the road bed being 
carried by the subway roofing, formed of jack arching 
between the bents. 

In May, 1935, Public Service Co-ordinated Transport 


began to work the completed section of the subway 
between Broad Street and Heller Parkway stations, with 
the result that the tram services between the centre of the 
city and its suburbs were run at schedules 20-25 per cent. 
faster. The frequency of the various services diverted to 
the subway was also increased by from 10 to 55 per cent. 
A new service was initiated, moreover, to run entirely 
within the subway. To insure safety the company has 
installed a modern automatic signal system in the sub- 
way, and there are manned signal boxes at Broad Street 
station, at Warren Street—where Orange Line cars enter 
and leave the subway—and at Norfolk Street, where 
Central Line cars enter from Central Avenue. At other 
entrances and exits where full views of the ramps are 
obtainable there are no boxes, and automatic signals 
control the movements of cars entering or leaving at these 
points. 








Pioneer Electric Tramway in Switzerland 


The Vevey-Montreux-Chillon line has completed 50 years of service 


MMHE first electric tramway in Switzerland was opened 
in 1888, between Montreux, Vevey, and Chillon, a 
distance of 6} miles, and some particulars of the 

enterprise were given recently in the Bulletin Technique 
de la Suisse Romande, by M. Paul Schenk, the electrical 
engineer who supervised the original design and installa- 
tion. Endeavours were first made to construct a tram- 
way along this route in 1878, when two engineers named 
Dupraz and Mékarski proposed a compressed-air system. 
In August of that year Dupraz and a M. Chaudet sought 
a concession to build a compressor station and a lift 
between Montreux and Glion, but after the Paris exhibi- 
tion of 1881 they were persuaded by M. Miauton to con- 
sider the use of electricity, In 1884 these associates sought 
and, after negotiations, obtained concessions for the 
tramway and the right to set up an electric light under- 
taking, expiring in 1959 and 1935 respectively. In June, 
1886, a syndicate was formed to work these concessions, 
and on August 14 of that year a tramway company was 
formed with a paid-up capital of Sw. fr. 1,000,000. Of 
the members of the original board, M. Miauton is still 
alive, and, now at the age of 85, is Chairman of the 
company. 

Originally, speed was to be limited to 5} m.p.h. in 
built-up areas and to 10 m.p.h. outside. Water power 
was used for the generation of energy, and a power house 
was erected in the Taulan gorge. The installed capacity 
was 1,300 h.p., but is now 4,600 h.p. No favourable 
offers being received for the electrical equipment, the com- 
pany decided to make the four dynamos and 15 motors 
needed, and these worked continuously until the line was 
rebuilt 25 years later. Current at a voltage of 500 was 
collected from overhead. There was no earth return, so 
two overhead conductors were erected, one being positive 
and the other negative. Each consisted of a copper tube 


of 15 mm, internal diameter, with a 4-mm. slot on the top, 
allowing a cable connection to pass to the steel shuttles 
which ran in the tubes as trolleys. The tubes were sus- 
pended from 13-mm. diameter steel cables which were 
also charged with current, and which were supported on 
steel poles placed at 49 to 98 ft. span and forming an 
early type of catenary. In July, 1887, an unsuccessful 
trial trip was made, but the trouble with the voltage 
regulation was subsequently rectified, and a public service 
began on May 1, 1888. 








The Disappearing Dutch Steam Tram 


HE Netherlands, and Belgium with her national system 
of light railways—the vicinaux—were for many years 
the homes of the steam tram, seen running along the high- 
ways and down the centre of village streets in all parts of 
the country, contributing much to the convenience and 
prosperity of the inhabitants. Some of these steam tram- 
way systems were quite extensive, but in other cases, 
such as the Ijsel Company’s lines, described recently by 
Mr. J. B. Vellekoop in our contemporary Spoor- en Tram- 
wegen, parts only of a somewhat ambitious scheme ever 
came to fruition. Although electricity superseded steam 
in some instances, in others the latter motive power still 
survives. Buses have, however, taken the place of the 
steam tram in numerous cases, and the once familiar 
enclosed locomotive, with its string of distinctive vehicles, 
is rapidly disappearing. Hardly an issue of our contem- 
porary now appears without chronicling the closing of 
some steam tram route. Certain of the lines have enjoyed 
a fair measure of prosperity but’ others have never been 
really successful. It is difficult to see them pass, however, 
without feelings of regret. 
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PERSONAL 


M .. Dean, Assistant Divisional 
Ene London West, Southern Rail- 
wal s been appointed Divisional 
Eng r, London East. 

M . E. Campion, Divisional Engin- 
eer, London East, Southern Railway, 
has been transferred to London West 


Division, in succession to Mr. H. I. 
Bone who has retired. 


Mr. F. J. Tyley, A.R.C.S. (London), 
A.M.Inst.C.E., Divisional Engineer, 
Gk ster, Great Western Railway, 





Mr. F. J. Tyley 


Divisional Engineer, Gloucester, G.W.R. 
1927-1939 


whose retirement we announced in last 
week’s issue, served his pupilage with 
Humpage, Jacques & Pederson. He 
entered the service of the Great Western 
Railway in 1899 as surveyor and 
draughtsman in the steelwork section 
of the Chief Engineer’s office. He was 
transferred to the General Manager’s 
office in 1905 and worked on technical 
and statistical matters until 1909 when 


he was appointed Assistant to the 
Divisional Engineer, Taunton. Mr. 
Tyley was appointed Assistant Divi- 


sional Engineer at Taunton in .1924, 
and in 1927 became Divisional Engineer, 
Gloucester, from which position he 
retired on December 31. 

Mr. T. C. B. Davies, who took up the 
position of Divisional Engineer, Glouces- 
ter, G.W.R., on January 1 (as we 
recorded last week) was actually ap- 
pointed to this position in August last 
see THE RAILWAY GAZETTE of August 4, 
1939). Owing, however, to circumstances 
contingent upon the outbreak of war, 
Mr. F. J. Tyley (whom Mr. Davies has 
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succeeded) postponed his _ retirement 
until the end of December. A portrait 
of Mr. Davies and a short biographical 
note were included in our issue of 
August 11 last. 





A new Belgian cabinet was formed in 
Brussels on January 5. The Minister of 
Transport & Posts is M. Delfosse. 

The Minister of Transport has 
appointed Sir Arnold Musto, C.1.E., 
M.Inst.C.E., to be Regional Transport 
Commissioner for the Midland Region 
in succession to Mr. Edgar Macassey, 
who has resigned (as recorded in our 
December 29 issue, at page 848). 


Major J. S. Dodd, M.P. for Oldham, 
has been appointed honorary adviser on 
tank manufacturing capacity to the 
Director-General of Tanks and Trans- 
port, Ministry of Supply. Major Dodd 
has been released from the Army for 
this work after being declared medically 
unfit for service abroad, and is taking 
up his duties immediately. 


Mr. V. L. Dean, V.D., M.inst.T.., of 
the North Western Railway of India, 
who, as announced in our 
November 17 last, has been on short 
leave in this country, sailed for India 
on January 5 to take up his appoint- 
ment with the Indian Railway Confer 
ence Association. The headquarters of 
the I.R.C.A. are at New Delhi and Mr. 
Dean on his arrival in India will under 
study Mr. B. Lawrence, the present 
General Secretary and Director, Indian 


issue of 


Railways Broad-Gauge Wagon Pool, 
until he retires on March 31, 1940, 


when Mr. Dean will assume charge of 
the post. 

Mr. W. R. Lysaght, the Chairman & 
Managing Director of John Lysaght 
Limited tendered his resignation at a 
board meeting on January 4 after nearly 
63 years of association with the firm, 
which was founded by his uncle. Mr. 
Lysaght, who is 81 years of age, has 
been described as the “ father of the 
steel trade.’’ His experience and know- 
ledge of the industry are so extensive 
that his co-directors have elected him 
President of the company. Mr. Ly- 
saght’s son, Mr. Desmond Lysaght, is a 
Director of the firm and the latest 
holder of the family tradition of goodwill 
coupled with technical and administra- 
tive knowledge. 

It is with regret that we record the 
death on January 6, at Eastbourne, 
at the age of 70, of Brig.-General Sir 
George Bohun Macauley, K.C.M.G., 
K.B.E., C.B., late R.E. He entered the 
Royal Engineers in 1889, and retired in 
1912, but rejoined for the European 
War of 1914-1919 as a_ temporary 


NEWS SECTION 


Colonel, and was made a temporary 
Brigadier-General in 1917. From 1898 
to 1906 he was General Manager of the 
Sudan Railways, and from 1906 to 1919 
General Manager of the Egyptian State 
Railways. In 1919 he became Ad- 
viser to the Ministry of Communica- 
tions of the Egyptian Government, and 
retired in 1922. The funeral took place 
at Brighton yesterday (January 11). 
Mr. B. L. Macassey has been ap- 
pointed Assistant & Chief Clerk to the 
Divisional Superintendent, Exeter, 
Great Western Railway. Mr. Macassey 
was educated at Eton and Oxford and 





Mr. B. L. Macassey 


Appointed Assistant & Chief Clerk to the Divisional 
Superintendent, Exeter, G.W.R, 


entered the company’s service in Octo- 
ber, 1932, under the special training 
scheme for University graduates. Mr. 
Macassey gained experience in various 
departments and in 1936 became Junior 
Assistant to the Divisional Superinten- 
dent, Exeter, to whom he is now 
appointed Assistant and Chief Clerk. 
Lord Shuttleworth, whose regretted 
death at the age of nearly 95, took place 
on December 20 last, was a great Par- 
liamentarian with special interest in 
educational matters. Although he never 
attained Cabinet rank, he had had held 
important public offices such as the 
Chancellorship of the Duchy of Lancas- 
ter in 1886 and the Secretaryship to the 
Admiralty in 1892-95. During his 18 
years’ membership of the House of 
Commons he took an active share of the 
work of Private Bill Committees and 
was frequently chosen to preside over 
them with the dignity, urbanity, and 
thoroughness for which he was famous. 
Among the important Railway Bill Com- 
mittees over which he presided during 
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his later years in the House of Com- 
mons was the Hybrid Committee which 
sanctioned the Fishguard & Rosslare 
Railways & Harbours Bill of 1898. This 
resulted in the inauguration in 1906 by 
the Great Western and the Great South 
ern & Western Companies of 


Railway 





Vr. John M. Irwin 


Irish Traffic Manager, Dublin, 
1929-1939 


L.M.S.R. 


the Fishguard & Rosslare service be- 
tween England and the South of Ireland. 
As Sir Ughtred Kavy-Shuttleworth he 
succeeded his father in the baronetcy in 
1877, and was created a peer in 1902 
His admirable qualities as a Chairman 
were conspicuously displayed when he 
presided over the Royal Commission on 
Canals & Waterways which was ap 
pointed in 1906 and presented its main 
report in 1909. He married the daughter 
of Sir Woodbine Parish, K.C.H., famous 
for securing for this country the first 
commercial treaty with the Argentine 
Republic. 
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Mr. John M. Irwin, who, as announced 
in our issue of January 5, has retired 
from the position of [rish Traffic 
Manager of the London Midland & 
Scottish Railway, after 42 vears of 
service, was educated at Stonevhurst 
and entered the service of the London 
& North Western Railway at Avyles- 
bury, in March, 1898. Mr. Irwin was 
for some time an Outdoor Assistant to 
the Superintendent of the Line at Liver- 
pool, London, and Preston, and_ sub- 
sequently became Assistant to the 
District Superintendent in Manchester. 
He was for five years Assistant District 
Superintendent, Birmingham, and went 
to Euston in August, 1918, as Goods 
Train Assistant to the Superintendent 
of the Line. After seven years at 
Euston and Derby, Mr. Irwin went to 
Swansea as District Traffic Superin- 
intendent. In 1929 he was appointed 
Irish Traffic Manager, Dublin, a position 
well suited to him as he had spent his 
early life in Cork and was born of Irish 
parents. Mr. Irwin is also a Director 
of the Dundalk, Newry & Greenore 
Railway. 

Mr. A. J. Broughton has been ap- 
pointed Acting Irish Traffic Manager, 
L.M.S.R., in succession to Mr. J. M. 
Irwin whose retirement we recorded last 
week. Mr. Broughton began his railway 
career with the Midland Railway in 
1901, and also served on the Great Cen- 
tral & Midland Joint Committee. From 
1911 to 1914 he was Chief Clerk at one 
of the large stations in the Northern 
area, and was then transferred to head- 
quarters at Derby as outdoor repre- 
sentative on the personal staft of the 
Chief Goods Manager. In 1916 he was 
appointed headquarters inspector and, 
as a member of numerous committees, 
has visited most of the stations on the 
old Midland Railway and associated 
lines. When the L.M.S.R. was formed 
as a result of the railway amalgamation 
in 1923, Mr. Broughton joined the Chief 
General Superintendent’s Department, 
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but returned later to the Chief ods 
Manager's Department for speci: 
in connection with road tra rt. 
From 1928-1931 he was in cha f 
important sections of the Road . 
port Department at Euston. In | 1e 
became Assistant Irish Traffic M r 





Vr. A. J. Broughton 


Appointed Irish fie Manager (acting 


Ira 

L.M.S.R. 

Mr. Broughton has specialised in various 
schemes introduced by the British rail 
ways such as_ railhead distributi 
agriculture and farm trading servic 
and radial delivery schemes. He is an 
Associate Member of the Institute of 
Transport and also a Fellow of the 
Association of Certified & Corporat 
Accountants. 


Mr. R. J. Hodges, Assistant General 
Manager of the Mersey Docks & Harbour 
Board, was on December 14 appointed 
to the newly-created post of Deputy 
General Manager & Secretary. 











The Salvation Army hut for Servicemen in the forecourt of St. Pancras station. L.M.S.R., which was opened on 
December 21 (see page 62) 
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TRANSPORT SERVICES AND THE WAR—20 


‘ube protective works-—— Amenities for travelling Servicemen—C.C.S. at Paddington— 
mproved L.M.S.R. Scottish services—L.N.E.R. traffic trends—German-Roumanian transit 


Det ils which are occasionally made public of special rail- 
way »vements occasioned by the war, act as reminders 
of the many calls upon the transport services of the country 
but : little indication of the extent and frequency of such 
calls. The other day it was announced that since the out- 
break of war the G.W.R. had run some 2,500 special trains 
for t conveyance of H.M. Forces, and their stores and 


equipment. Another interesting figure made public at the 
same time was the G.W.R. freight engine mile total for the 


four weeks ended November 11 last. This was 4,404,163 
miles, a figure never before reached in the history of the 
company. Last week 2,699 members of the Ministry of 
Health staff were conveyed from London to ‘‘ somewhere 
in t North West of England ”’’ in five special L.M.S.R. 
trai beginning on Wednesday, January 3. This exodus 


continued daily until Sunday when the last of the special 


trains left. Every train carried approximately 540 pas- 
sengers. These evacuated civil servants took with them on 
the special trains only their night clothes and personal papers. 
Even these belongings totalled approximately 50 tons, or 
10 tons a train. Immediately the civil servants have com- 
pleted their living arrangements, their luggage will be for- 
warded by later trains, capable of carrying 135 tons of 
luggage a train. In addition, about 40 bicycles a train will be 
conveyed on the luggage trains. Special arrangements have 
been made by the L.N.E.R. for the return of evacuated 
children to the reception areas from Newcastle Central 


station. Extra trains began to run on January 2, and are 
continuing until the 16th. In all, it is expected that some 
3,600 will be conveyed. 


;p London Tube Protective Works Nearly Completed 


rhe achievement of London Transport in connection with 
its tube protective works represents an acceleration of the 
original programme by some two months. We have already 
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recorded the steady progress of re-opening the closed tube 
stations, and it remains only to add that traffic at Trinity 
Road station was resumed on December 22, and at Maida 
Vale station on January 9. The main entrance to the Bank 
(Central Line) station, including the escalators, was also 
restored to service on Friday, December 22. Since the war 
passengers have been using the entrance in Lombard Street 
so that floodproof doors might be built at the foot of the 
escalators. All that remains closed is the Moorgate to 
London Bridge section of the Northern Line tube, upon 
which protective works are still in progress; there is a bus 
service between the two stations. Where the protective 
works are designed to isolate the running lines and platforms 
from the station entrances and escalators, it is obvious such 
stations would be closed in the event of an air raid: These 
stations bear a special poster (which we reproduce) indicating 
this, whereas the posters outside other tube stations show 
that tube services are to be kept working, but that only 
passengers will be admitted. 


Lighting During the Blackout Period 


Lighting continues to cccupy a considerable amount of 
attention, and the relaxations on the original rules, which 
have been permitted recently, are being accompanied by 
stricter enforcement of the regulations. For some time past, 
railways in large towns have been the victims of careless- 
ness on the part of householders, &c., with property abutting 
on railway lines. Windows facing a railway line are often 
outside the range of vision of air raid wardens patrolling 
the streets, and there have been many complaints that too 
much light is being shown by such private houses, especially 
in the London district. Scotland Yard began the distribution 
on January 3 of leaflets signed by Sir Philip Game, the Com- 
missioner of Police of the Metropolis, warning offenders of 
the danger of such oversight. The Commissioner pointed out 
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Two more of the London Transport posters issued in connection with the re-opening 
of tube stations now that the protective works have been completed 
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that many reports have been received that back windows are 
not always properly screened. “ Lights visible along railway 
lines,’’ he stated, ‘‘ would be a special danger in the event 
of air raids on London, since the railways converging as they 
do on the centre of the city might afford enemy ae roplanes 
an easy method of recognising their position and a line of 
poncees h to their objectives.’ 

The first Cheshire Lines train to be fitted with improved 
lighting was put into service on December 22 between Liver- 
pool and Manchester, and three lighted trains are at present 
working on this route. The lighting device is identical with 
that now being fitted in 10,000 compartments of L.N.E.R. 
London suburban trains. From two apertures in the base 
of these devices sufficient light is available for reading with 
out infringing blackout restrictions. Altogether 1,378 com- 
partments of Cheshire Lines trains are to be equipped. All 
of the 28 electrically-lighted suburban trains from King’s 
Cross, 10 out of 16 from Marylebone, and 50 out of 87 from 
Liverpool Street have now been equipped with reading light- 
ing, comprising altogether 88 complete train sets. On the 


L.N.E.R. main lines 400 out of 427 end door corridor 
coaches, representing 70 train sets, have been fitted with 


normal white lighting. Other types of main-line and pro 
vincial coaches in which full white lighting cannot be 
installed, are to be equipped with the same lighting as fitted 
in the London suburban trains. Approval has just been 
received from the Ministry of Transport for the installation 
of reading lighting in L.N.E.R. Tyneside electric trains. The 
scheme involves fitting special lamp shades and_ blacking 
window edges; the blinds will be drawn during blackout 
hours. The work of treating the windows has already been 
begun, and the shades will be fitted as soon as delivery is 
effected by the manufacturers. 


Amenities for Travelling Servicemen 

Considerable progress has been made within recent weeks 
in the provision by various charitable societies of additional 
amenities for the benefit of Servicemen who are travelling. 
Many of these arrangements were brought into use shortly 
before Christmas and proved very welcome to men returning 
for the first leave of the war. It may be recalled that, in 
the early days of the war, the War Office formed the 
C.V.W.W, (Council of Voluntary War Work) in conjunction 
with recognised religious and philanthropic bodies, and the 
following are represented on the committee: Y.M.C.A., 
Church Army, Salvation Army, Catholic Women’s League, 
Church of Scotland, Methodist Church, and Toc H. On 
December 21 the Salvation Army opened two canteens, one 

hut in the courtyard of St. Pancras station, and the other 
a hut at King’s Cross. We reproduce, on page 60, a picture 
showing the opening ceremony of that at St. Pancras. In 
addition, John Laing & Son Ltd. has given the Salvation 
Army the use of its show house at King’s Cross for Service- 
men’s welfare work. 

The Church Army authorities have acquired four houses 
in Eastbourne Terrace, Paddington, adjacent to the G.W.R. 
terminus, which they are having converted into a Service 
men’s hostel. This will provide sleeping accommodation, 
meals, recreation, and the usual canteen facilities. In con 
junction with the War Office, the Church Army has also 
taken over large premises in Chenies Street, Tottenham Court 
Road, which are being fitted out for a hostel. This hostel 
is on the road from Euston station to Charing 
Victoria stations, within walking distance of Euston station, 
and is near King’s Cross and St. Pancras stations. These 
hostels at Paddington and Chenies Street should prove of 
great use to Servicemen crossing London. Anti-aircraft, 
Searchlight, and Balloon Barrage men have also been, catered 
for in the provision, by the Church Army, of seven mobile 
canteens. 

As previously stated, Toc H is not at present concerned 
with canteens at railway stations, it having been arranged 
to leave this particular work in the hands of the Church 
Army, the Salvation Army, the Y.M.C.A., and one or two 
small bodies. Its local members, however, have in many 
places co operated with one or other of these other organi- 
sations engaged in helping Servicemen travelling on the 
railways. Outside Crewe and Peterborough stations Toc H 


Cross or 
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has a club and canteen, and it is hoped shortly to ope: one 
at York. Contacts have been made with R.T.O.s at vivious 
London stations with a view to the provision of night ; m- 


modation for those requiring it. The Y.M.C.A. at No: ing- 
ham has arranged baths, meals, and beds for tempor rily 
stranded members of the Forces, and has arranged tra irt 
by car from the railway station to private houses ere 
accommodation is provided. At Doncaster a schem: has 
been devised whereby men coming on leave who find ‘hat 


public services to their home districts are stopped ca» be 
taken to their destinations by volunteer motorists. D. ring 
Christmas week the Y.M.C.A. organisation at Reading was 
able in one night to find beds for 70 Servicemen. 

A week before Christmas a canteen for the Forces yas 
opened in Perth railway station, where the premises |: ive 
been given by the railway and the canteen provided 
by the Y.M.C.A. Another canteen in Scotland is that op: ned 
at Stranraer railway station just before the new y ar. 
Colonel J. R. S. Leslie, T.D., D.L., Chairman of the Glas ow 
Territorial Force Association, performed the opening © r 
mony and said that although this was the first canteen of the 
kind Galloway, there were now canteens at stations f:>m 
Dumfries to Dingwall. Members of the Women’s Volun’ ry 
Service and the British Legion are in charge. 


Owing to the inability of men arriving in London on 
Sundays to exchange French money, all men who return home 


train £2 10s. or more in English m« 
There are no special exchange arranve 


receive on the 
according to rank. 
ments, but men with French money 


can change it at any 





RAILWAY COMPANIES’ WAGONS 
CONTAINERS AND SHEETS 


DEMURRAGE REGULATIONS 


Notice is hereby given that the Regulations contained in the Railway 
(Demurrage Charges) Order, 1939, which is set out hereunder, will 
be brought into operation on and from Monday, December !8th, 1937. 
December | 5th, 1939 By Order, RAILWAY EXECUTIVE | COMMITTEE 





EMERGENCY POWERS (DEFENCE)—RAILWAYS 
THE RAILWAYS (DEMURRAGE CHARGES) ORDER, 1939 
In virtue of his powers under the Defence Regulations. 1939 (+), the Minster of Transport hereby orders as follows — 
| The charges authorised by this Order may be made by any of the undertakers named in the Railway Contro! Order. 1939 


shail take effect notwithstanding any obligation of limitation umposed upon such undertakers by or by virtue of any Act or other 
Instr t determining thei functions 





2 ed charges set out on the First Part of the Schedule hereto may be charged for detention of Railway Companies’ wagons, containers and 
sheets beyond the respective free penods defined in the Second Park of chet Schedule. Provided that the chan ges ond free periods hereinafte 
referred to shall not apply to wagons used for the conveyance of cosl. coke or patent fuel where the operation of such wagons is regulated 
a system of contro! agreed between the railway companies and the interests concerned and approved by the Minsscer of Tra: 

3 in this Order the expre: Rariway Compomes wagons” shall mean the wagons of the aforesaid undertakers and any wi 
cequacioned by the Minne ansport under the Defence Regulations, 1939 

4 This Order shall have effect on and from the ie December ey and may be cited as “The RailWays (Demurrage Charges) 
Order, 1939 









“THE SCHEDULE 


PART 1~CHARGES PART Peepacnapera pigeon 
every pares of 2 see ven of 





° of 14 hours oF part of wuch period) # 
SECTION | ch at than those referred to wn section 2 


so 





9 
° 
9 
2 


2 
Oy cecal errangement FREE PERIODS 


INSULATED Vans SECTY iON 1 Wagons (other than those referred to in Section 2) 
‘ f PERIODS 


jagons, when used for che conveyance of Coal VEY ANC a 
Coke or Patent Fuel. or of iron Ore. ironstone ape aoe Sage Sep Steen 
or Lumestone for Blast Furnaces AFTER CONVEYANCE 
” =—) 4 Depots as ) 
~~" 14 towns (e) 





Ae Prowse Sudings Oocks and Wharves 


SECTION 2 ee when used for the conveyance of Coal, 
so ‘oke. or Patent Fuel. or of tron Ore. Ironstone 
or Limestone for Blast Furnaces 
FREE PERIOOS 


SHORE CONVEYANCE 






24 hours (a) 


24 hows tah 





se 
w eo J 
stone 0 tone 0 9 
() On the Southern Radway wagons of 20 tons ee 24 hewn (a) returned empty 
~~ At Prewace Sodengs Coches and Wharver 40 Nour: (a) 4 returned tented 
SECTION 3 Containers —_ iotame® 32 neure 
All cypen, except Types 4B Si Contaners insuineg © ‘at Pocte-tter ‘Shapment 14 hours (c) 
Vercilates Mas ond Dritoid Contmners ee Other than for Sipmens 14 hewn 
we oh 


man \ah on wages tor convemance of trader . SECTION 3 Containers 
ter eanvenenee of Caters Company” ce 
o removed trom the wagon . ° 
inevioted (including bunbered) Comemners and vencisred 
treat Conterners ‘se 
a 


SECTION $ Wagons. Containers and Sheets ordered by Traders 

but not used 
Drerees for detencne, wit be sppicabie us vom the ume 

centaner oF sheet placed as the trader + @ipeue! 

SECTION 6 internal User of Wagons and Sheets (including 
incernal User ot Comte) 

i 
for deerme 
merge to neers wer 





os 
ww fether th cha reer 00 (2) tas Sac) se 
a RpREL Tagore Enceedeng | Oy kpeeie wren games 
SECTION 7 Wagons, Containers and Sheets held out of but not used 
position owing te Traders ‘nability to accept 
Coargee fo tr enene he wagons 


SECTION S$ Wagons, Containers or Sheets ordered by Traders 


MO FREE PERIOD 
SECTION 6 Internal User of Wagons and Sheets (including 
in 


be sppecatie a 
~445 Gay pieced 10 pesmen wternal user at Collieries) MO FREE PERIOO 





Seat ee a oy O oamew voy RH. HILL 
parsnerd 








The official demurrage regulations notice in poster form 
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FOOD, SHELLS AND FUEL 
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From Monday 
Ist January, 1940 
additional cheap fare 
facilities will be in 
operation on the 

Railways 


Full particulars from any 
Booking or Enquiry Office 
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BRITISH RAILWAYS 





MUST COME FIRST — 
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Two new Railway Executive Committee posters. one an announcement, the other for goodwill 


fice. Every leave train is equipped with a restaurant 

that officers and men can obtain meals during the 

Canteens are disembarkation ports, 

men who have to wait at reception units after 

il to obtain meals. Men returning to their units are 
ul at the port of embarkation. 


provided at 


free m«¢ 


Southern Railway Control Centres 


Control centres, which can be brought into use imme 
liately, either individually or collectively, should circum 
stances necessitate this, have been arranged at 23 Southern 
Railway stations. These are adequately protected in most 
es by sandbags, and so forth, and where this has not been 
practicable special bomb-proof structures have been built. 
rhe institution of this control system has naturally entailed 
. considerable amount of re-organisation of the company’s 
normal telephone arrangements, and the provision of several 
additional junction lines linking up strategic centres. Special 
emergency telephone switchboards which can be brought into 
operation immediately, should the existing ones be put out ©! 
ise, have also been provided in connection with these control 





irrangements. 


Casualty Clearing Stations at Paddington 

The Royal waiting room at Paddington station, G.W.R., 
used by generations of our Royal Family since the days of 
Queen Victoria, underwent a swift change on the eve of 
war, when on Friday, September 1, it was transformed into 
7 sualty clearing station, which has since rendered excel 
lent service. The personnel trained first-aid 
en from the company’s staff, who not only look efficient 
heir regulation uniforms, but have proved their efficiency 


consists of 


in numerous cases which have come under their hands. 
rhey work in eight-hour shifts, and arrangements are made 


them to sleep at Paddington in cases where it is difficult 
eturn home after duty. The valuable period furniture 
nd mirrors formerly in the Royal waiting room have been 
replaced by beds, stretchers, and well-equipped cupboards, 
ind a kitchen with constant hot water supply has been fitted 
A section of the casualty station is provided with steel 
lmets for the personnel and full equipment for gas pro 


tion. All the nurses have a knowledge of A.R.P. work, 
but, in the absence of raids, the principal casualties dealt 
with so far have been those arising from the blackout, falls, 


es of shock, and soldiers and sailors suffering from the 


after effects of inoculations. Some 150 cases have been dealt’ 
with since the beginning of September at this station, which 
is known as C.C.S.1. 

C.C.S.2 is the second casualty clearing station at Pad 
dington, and was formerly the seat registration offices. It is 
staffed by male first-aiders, and has been set up for the same 
general purpose as the other station. In the event of an air 
raid or other emergency, some of the nursing staff from 
C.C.S.1 would proceed for duty to C.C.S.2, and some of the 
male personnel would take duty at the Royal waiting room 
in their place, the men being responsible for the transport 
of injured persons by stretcher and ambulance to hospital or 
elsewhere. A Parratt stretcher (designed for easy transport 
of casualties in railway compartments) is available, as well 
as ordinary and A.R.P. types. The casualty clearing stations 
were inspected by Captain Euan Wallace, the Minister of 
Transport, when he visited Paddington station on Novem 
ber 9, as we recorded at page 649 of our November 17 issue. 


L.M.S.R. Improved Scottish Services 

Further details are now available of the accelerations on 
L.M.S.R. lines in Scotland to which brief reference was made 
in last week’s issue. Between Glasgow and Aberdeen the 
speed-up has been such that the average journey time 
in each direction over the 1303 miles is only 
than the normal winter average time of 
3 hr. 49 min. The chief acceleration is that of the 10:a.m. 
down restaurant car express, now taking 3 hr. 41 min. 
instead of the 4 hr. 16 min. of the October emergency time 
table (35 min. gain); the 5.15 a.m. from Glasgow Central to 
Aberdeen is accelerated 42 min., now taking 3 hr. 48 min., 
and the 1.40 and 5 p.m. restaurant car trains both gain 


3 hr. 56 min. 
7 min. more 


23 min. In the southbound direction the 3.15 p.m. from 
Aberdeen to Glasgow is 18 min. faster, now taking 
3 hr. 53 min. It is only the late evening trains in each 


direction (6 p.m. from Glasgow and 7.50 p.m. from Aber 
deen) that have not been restored. On the Highland line the 
0 p.m. from Euston leaves Perth at 6.40 instead of 
.85 a.m., and reaches Inverness at 9.52 instead of 11.15 
a.m.; in the first emergency timetables of October the Inver- 
ness arrival was 11.44 a.m., so that the total acceleration 
between Euston and Aberdeen has been 1 hr. 52 min. The 
8.15 a.m. from Perth to Inverness starts at 7.30 a.m., and 
reaches Inverness at 10.42 instead of 11.44 a.m. In view of 
the earlier arrival of the south connection in Inverness, the 


w 
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12.15 p.m. restaurant car train from Inverness to Wick tunately, the latest figures are not given in a form ich 
now starts at 11.15 a.m., and runs an hour earlier. Sleeping enables a direct comparison to be made with the earlier | ta. 
car accommodation, first and third class, is again provided but in some respects the tendency is clearly indicated. [For 
on the 10.20 p.m. from Glasgow to Inverness and the example, passenger traffic is now heavier. A new tin ble 
11.20 p.m. from Inverness to Glasgow. Sleeping cars are came into force on December 4 and with improved s es 
also restored on the 7.20 p.m. Euston to Oban on Fridays the volume of coaching traffic is now less than 20 per it 
and the 4.45 p.m. Oban to Euston on Mondays. Additional lower than in 1938, whereas in November / December is 
express trains are provided from Glasgow to Edinburgh and _ running 32 per cent. below the corresponding level of ir 
Edinburgh to Glasgow at 11 a.m. On the Ayr and Stranraer earlier. On the other hand, whereas it had been rep: -ted 
line the non-stop times between Glasgow and Ayr come that merchandise carryings were pe by 30 per cen he 
down to 49 min., and the 5.10 p.m. from Glasgow to Stran- latest figure given is an increase of 23 per cent. Fuel e- 
raer arrives at 7.58 instead of 8.15 p.m.; the 12.30 p.m. ments are now lower by little more than 1 per cent. w!| iS 
to Stranraer also is accelerated 12 min. Additional express previously there had been an increase in landsale c of 
trains run from Perth to Dundee at 7.22 and 10.55 a.m. and 20 per cent. and a fall in shipment coal of 10 per it. 
6.40 p.m., and in the reverse direction at 7.10 p.m. The Livestock is now finding its way back to rail in the N-rth 
4.5 p.m. from Glasgow to Manchester and Liverpool, referred Eastern and Scottish areas so rapidly that the numb: of 
to last week, replaces the previous 3.15 p.m. train, and heads booked at the company’s stations in the first wee. of 


accelerates the service Liverpool by 47 min. and to Man- 


chester by 42 min.; similarly the 9.40 a.m. from Liverpool 
and the 9.35 a.m. (previously 9.40 a.m.) from Manchester 
now reach Glasgow at 3.18 instead of 4.3 p.m., 45 min. 
earlier. Of the night trains, the 9.30 p.m. from Glasgow 
to Euston, which is relieved by a new train at 9.38 p.m., 
omits the Carlisle stop, runs non-stop over the 214} miles 
from Carstairs to Crewe, and reaches London at 6.42 a.m., 
50 min. earlier 


L.N.E.R. Traffic Trends 


In our issue of December 8 we gave some figures of traffic 
movement upon the L.N.E.R. which showed that in the 
preceding seven weeks the company had enjoyed a better 
goods and mineral traffic than in 1938. The current issue 


of the L.N.E.R. Magazine carries the traffic position further 


December rose or nearly 24 per cent. above the 


1938 figure. 


by 10,600, 


The Condition of Transport in Germany 


One of the notable things which has emerged so far m 
the present war, and the events that preceded it, is that the 
enormous advances of the past quarter of a century in rapid 
transit and dissemination of news (by aircraft, radio, an:! so 
forth) have failed to result in the spread of truth. On the 
contrary, these modern developments have proved to be 
powerful weapons in the hands of propagandists, and the 
need for sifting the wheat from the chaff is even more urgent 
today than it was in previous wars and crises. In these 
columns we have frequently pointed out that the German 
transport systems are well planned and administered, and, 
up to the outbreak of war, were generally in very good physical 
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rioration often alleged, especially as some of the defects 


the c é 
tioned were as lightly and erroneously stated in 


yw 
a war days when our own extensive observations in 
Ger gave them the lie. 

( iew that the Reichsbahn in particular constitutes a 
po weapon has now received some measure of con- 
firn m from the observations of Mr. Oswald Garrison 
Vil . well-known American journalist, who was in Ger- 
manv until mid-November. He has recently said*: “‘ Before 
I \ nto Germany I was told that the railroads had run 
dow lot and that there was much difficulty in moving the 
pu I did not find anything to justify this. The trains, 
it ie, often ran late and were greatly overcrowded by 
mi leave or going to new stations. But the cars have not 
bet elected and in no wise suggested the dreadful con- 
di I found when I went into Germany in January, 1919. 
In ed some new and fine locomotives, although they do 
not remotely suggest the very powerful, streamlined engines 
of new American trains. There should have been more 
ca every trainon which I travelled in Germany, but that 
wi so the case in Holland. When I reflected that the 
Ge in railroads were moving thousands of troops nightly 
| thought that on the whole the service was remarkably good. 
[he worst ride I had was from Frankfort to Cologne. Then 
the overcrowding was very bad. A friend and I sat on our 
bags in the corridor for the first hour and were constantly 
crawled over by soldiers, officers and men. Later we found 
seat Women conductors on trams, women ticket-takers 
at the stations, and post-women were just beginning to appear, 


but one sees no such uniformed army and general service 
a liaries as in London. The Germans have such a wealth 
in-power that so far they are believed not to have called 
more than one-third of it. They will have to have had 
heavy losses indeed before they will consider putting 
young women into such an attractive uniform as that worn 
by the Women’s Auxiliary Air Force.”’ 


German-Roumanian Transit 
Before the war the greater part of Germany’s imports from 
Roumania went by sea via the Black Sea and the Mediter- 
I in to Hamburg, but all this traffic has had to be 
erted to the Danube and the railways, and the rail route 
t Russian-occupied Poland has accordingly assumed a posi 


tion of great strategic importance. We have previously 
rred to the negotiations for resuming transit traffic on 
this route, and at page 784 of our December 15 issue we 


outlined the trend of developments so far as they can be 

ertained. The chief interest attaches to the use of the 
route for oil traffic; but this still seems to be barred by 
German oil imports from Roumania before the war 

ounted to some 110,000 tons a month; in September they 
dropped to 60,000 tons (52,000 tons on the Danube and 8,000 
tons by rail via Hungary), and only by making great efforts 


Russia. 


were the Germans able to raise the total figure to 85,000 
tons by December. Of these 85,000 nearly 75,000 went by 


the Danube, and, as the railways have been working to 

ipacity all this time, it is thought unlikely that during the 
next two months Germany will be able to import more than 
25,000 tons of oil from her chief source of supply, despite 
her trade agreement, which provides for the shipment of 
130,000 tons a month, unless satisfactory arrangements can 
be made for the use by oil traffic of the route through 
Lemberg. All navigation on the Danube closed down 
officially on January 2, but the river had been virtually 
impassable for over a week previously and will remain so for 
it least another two months. Apart from some 88 per cent. of 
Roumanian oil, almost all Roumanian cereals destined for 
Germany have been carried by the Danube, and only live- 
stock, soya beans, maize, and secondary goods have gone by 
railway. Moreover, severe weather conditions are seriously 
interrupting rail transit on the only ‘‘ free ’’ routes, those via 
Hungary. On the Roumanian section of the line to Hungary 
297 miles out of 412 are single track by one route and 337 
out of 405 by another. In addition, both routes cross the 
Carpathian passes, which are already being blocked by snow- 
falls in several places for days at a time. 


* See ‘‘ Inside Germany ”’ (Constable & Co. Ltd. 2s. 6d.) 
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Thus the former Polish route has now become an essential 
link if Roumanian-German traffic is to pass in any great 
volume. It may be recalled that (as we recorded on Decem- 
ber 15) the Soviet railway authorities at Lemberg are stated 
to have restricted this traffic to wood and soya beans, and 
to have banned livestock and other foodstuffs (in addition to 
oil). Further evidence of this was contained in a Reuters 
message from Bucharest on December 14 which said that 
several truckloads of eggs for Germany, despatched by a 
German export firm in Roumania after the Soviet-Roumanian 
agreement for reopening the Lemberg route, had been seized 
by the Soviet authorities while in transit. Meanwhile, the 
German-Roumanian trade talks continued, but many detail 
difficulties arose, such as the unwillingness of Roumania to 
permit Roumanian railway wagons to be used for the trans- 
port of goods to Germany. Dr. Clodius, the head of the 
German economic mission, examined iti mid-December the 
possibilities of rail transit via Hungary, but no statement was 
issued as to the result. Eventually, on December 20, the 
Roumanian-German trade convention and seven letters relat- 
ing to it were signed. The Roumanian-German exchange 
rate was fixed at 493 lei to one Reichsmark and the oil quota 
at 130,000 tons a month from January, 1940. The exchange 
has previously been about 414, and the Germans sought to 


have it fixed at 60. Immediately after it became known 
that agreement had been reached, Reuters reported (on 
December 21) that the Roumanian-Polish frontier had been 


opened ‘‘ for the first time since September 17 and that 
‘‘ the first goods train to cross had its 38 trucks loaded with 
cellulose and litmus paper for Germany.’’ A point which 
seems to have escaped attention is that the repeated 
announcements (from November 17 onwards) of the opening 
of this frontier and transit route, bear implicit testimony 
to the fact that earlier ‘‘ resumptions’’ must have been 
ineffective. A Reuters message dated on December 30 from 
Cernauti near the Polish-Roumanian frontier, said: ‘‘ A train 
of 36 truckloads of sunflower-oil cakes and cellulose bound 
for Germany has crossed the Roumanian frontier at Oraseni 
into Soviet-occupied Poland. Traffic along this line has not 
developed greatly since the beginning of the month and, as 
confirmed by letters between the Roumanian and Soviet 
authorities, traffic in cattle, poultry, and fats is forbidden. 
It is also confirmed that payment for freight will have to be 
arranged between Germany and the Soviet, since Roumanian 
exporters are not prepared to undertake to make a deposit 


in Swiss gold francs at the Soviet frontier station at 
Sniatyn.’’ There for the moment the matter remains. It is 
clear that free transit via Lemberg has still not been 


achieved, and there can be little doubt that Soviet Russia 
is proving the obstacle, partly through its unwillingness to 
give credit to either Germany or Roumania. Possibly, also, 
the unwillingness extends to assisting in furnishing Germany 
with oil supplies. This strategic railway route is well worthy 
of attention, as it may prove to be a barometer not only 
of local conditions in this part of Europe but also 
of the general situation which—as ever—has echoes in the 
Balkans. 


Finland 


Probably the most striking feature of the events of the 
New Year on the Continent has been the further setback 
suffered by the Russians north of Lake Ladoga and on the 
Karelian peninsula. The Finns have continued their attacks 
on the Murmansk railway, and reports indicate that they 
have succeeded in damaging it further, though reliable infor- 
mation as to the extent is lacking. On January 2 it was 
stated in Helsinki that a heavily-laden troop train on this 
line had been derailed, with heavy loss of life. An Oslo 
message of January 3 stated that several bridges had been 
destroyed and a branch of the Murmansk railway running 
to a Russian outpost at Uhtua had been damaged. Another 
Russian troop train derailment was reported in a Riga 
message of January 4. The so-called ‘‘ suicide squad ”’ 
which is attacking the Murmansk railway is believed to 
comprise some 250 picked ski men; it is understood that 
they divide into small parties of 5 or 10, and that there are 
sufficient reserves of competent men to replace those who fail 
to return to their bases. 
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Nationalisation of all Transport Urged 


Mr. Ernest Bevin at the Institute of Transport 


Mr. Ernest Bevin, General Secretary 
of the Transport and General Workers’ 
Union, strongly urged the need for a 
national system embracing all forms of 
transport in an address to members of 
the Institute of Transport at a luncheon 
meeting held at the Charing Cross Hotel 
on January 6. Mr. Theodore E. Thomas, 
President of the Institute, was in the 
chair 

From a transport point of view, said 
Mr. Bevin, it could not be said that we 
had really been at war during the past 
four months. It could more accurately 
be described as a period of intensive 
mobilisation, and therefore it was 
difficult to express a view as to how the 
transport system of this country would 
have stood up to intensive bombard 
ment His view was that a conclusive 
factor in the success of the war would 
be the strength, vitality, and flexibility 
of transport \ Berlin report stated 
that shortage of fuel and lubricants 
vas being felt seriously in German 
factories, and transport difficulties were 
responsible for that shortage 

It had always been the aim of the 
Labour Party to endeavour to obtain 
a nationalised transport system to 
ensure that in times of crisis there would 
be available a fully co-ordinated system 
ready to deal with any situation that 
might arise, but political, financial, and 
other considerations had prevented an 
adequate discussion of the subject. 
The Transport Advisory Council had 
failed to face it, and during the Square 
Deal discussions had ruled it out of 
order. On every ground, declared Mr 
Bevin, it was clear that co-ordination 
had become essential. He regretted 
that so long had been spent in an 
endeavour to reconcile the claims of 
vested interests. With the division in 
our transport system which now existed, 
it was impossible to assume that it 
would be able to serve the State in the 
event of catastrophic conditions arising. 

Mr. Bevin said that in peacetime 
the docks had not been working at 
more than 35 per cent. of efficiency. 
But the present-time demand made 
upon other forms of transport in moving 
goods from ports other than those at 
which they customarily arrived, in- 
volved a tremendous strain. He had 
very grave doubts as to whether our 
transport system as at present organised 
could stand the strain of the complete 
closing of the East Coast ports and 
whether indeed such a strain could be 
taken without full co-ordination of all 
factors of transport 

The railways were a national institu- 
tion. Not only were they controlled 
by the State but the State was also 
interested in their finance, and the 
matters which had formed the subject 
of claims before the Square Deal Com- 
mittee no longer existed. If it was the 
intention of the State to nationalise one 
form of transport and leave the others 
to fend for themselves, then if the 


other forms became disorganised the 
State would not have them to fall back 
on should the need arise. 

He said that the impression left 
upon his mind was that the railways, 
having got into their present position, 
were endeavouring to strengthen it at 
the expense of other forms of transport. 
It was an obsession of the Government 
that everything that could be trans- 
ported by rail should be so transported. 

Mr. Bevin also suggested that road- 
motor operators should be encouraged 
to form groups and to merge their 
interests. Where any economy in fuel 
resulted, he considered that they should 
be permitted to extend their services 
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rather than be penalised by ving 
tneir future petrol allowance rev iced 
by the amount of such saving. 


The luncheon was exceptional vell 
attended, over 100 members -as l as 
a number of their guests being | nt 


Among those present were :— 

Messrs. F. P. Arnold, A. W. Art 
A. Baynton, G. H. Brooks (Member of ( 
E. L. Cadwallader, R. Carpmael (Me of 
Council), P. Clews, Sir Arthur Eborall, rs 
H. W. Elliott, W. J. Elliott, G. F. 
W. F. French, Sidney E. Garcke (Pas 5 
dent), S. R. Geary, P. E. R. Graefe (Me if 
Council), W. S. Graff-Baker (Member « 1 
cil), A. Winter Gray (Secretary), T. ( Wl 
Homer, R. Kelso (a Vice-President), Br 
Sir Osborne Mance, Messrs. R. E. L. M 
J. S. Nicholl (a Vice-President), Fran 
(Past President), J. Pike (Member of ¢ ; 
M. D. Robinson (Member of Council |. 
Selway (Member of Counc il), ee 
ton, G. F. Sinclair, Frederick Smith (Mer 
Council), Theodore E.Thomas (President, x 
J. Webb, P. Wharton, H. Wheeler, C. E. = 
worth, and J. S. Wills. 








STAFF AND LABOUR MATTERS 


London Transport Bus Workers’ 


Wages 
An agreement was concluded on 
Friday, January 5, between the 


London Passenger Transport 30ard 
and the Transport & General Workers’ 
Union under which about 50,000 of 
the board’s employees will receive in 
creases in pay as from the beginning 
of the pay week commencing before 
Christmas, 1939. The agreement, like 
those concluded recently in regard to 
workers employed by municipal bus 
undertakings and private bus com 
panies, provides for increases of 4s. a 
week, or Id. an hour for adult male 
staff, with lesser increases for juniors 
and females. The grades covered by 
the agreement are coach, bus, tram, 
ind trolleybus drivers and conductors, 
certain inspectors, and large numbers 
of engineering staff and staff engaged 
on miscellaneous duties. 


Vehicle Builders’ Wages 

Under an agreement announced on 
January 5, workers employed in the 
vehicle building industry in England, 
Wales, and Scotland are to receive in- 
creases in pay. The agreement, which 
affects about 20,000 workpeople, pro- 
vides that journeymen are to receive 
an increase of Id. an hour, and wages 
of apprentices are to be increased in 
proportion. The agreement is to 
operate for four months and will be 
reviewed at the end of March. 


Miners’ Wages 
The joint consultative committee for 
the mining industry met in London on 
January 4, when further discussions on 
the miners’ wage claim took place. 
The committee reached no decision 
and will meet again on January 18, 
when the cost-of-living index figure for 
January 1 will be available. 
Engineering and Shipbuilding 
Workers’ Wages 
The engineering employers’ met 
representatives of the trade unions on 


Wednesday, January 10, to con r 
the claims for an increase of 10 \ 
week in the wages of workpeoplk 
ployed in the engineering industr 
and a similar claim on behalf of we 
people employed in the shipbuil 


industry will be considered at a joint 
meeting between the employers d 
the trade unions at Carlisle, n 


January 19. 


National Joint Advisory Council 
The third meeting of the National 
Joint Advisory Council was held at 
the Ministry of Labour and National 
Service, on Wednesday, January 3, 
when Mr. Ernest Brown, Minister of 
Labour and National Service, again 
presided. The meeting lasted for mor 
than three hours and the following 
official statement was issued at the 
close of the meeting: ‘‘ General dis 
cussion was resumed on the statement 
made to the council at its meeting in 
December by the Chancellor of th 
Exchequer on the problems involved 
in financing the war. This subject will 
be further considered at the next meet 
ing of the council to be heid on 
January 31. During the discussion, 
the trade union representatives laid 
stress on the objections to the control 
of wages, otherwise than by the volun- 
tary negotiating machinery now in 
existence. They indicated that they 
were submitting the whole problem to 
detailed examination.”’ 








FRENCH Rarttway AcCIDENT—On 
Saturday, December 30, a train carrying 
troops, which had stopped outside Orly, 
was run into by a second train, also 
carrying troops. A third train, travelling 
in the opposite direction, ran into the 
derailed coaches of the first, with the 
result that seven soldiers were killed and 
19 injured. The accident occurred 
during a thick fog. Orly is on the 
Grande Ceinture near Villeneuve-St. 
Georges, about 10 miles from the Quai 
d’Orsay terminus of the S.W. Region. 
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ABSTRACTS OF RECENT PATENTS* 


‘0477. Multiple Valve Regula- 
tion 
wad Mellor Gass, of 77, Brown- 
lo Road, Horwich, Lancashire. 
A on date: April 9, 1938.) 
is a sectional elevation, Fig. 2 
tional plan, and Figs. 3 and 4 
ss-sections on the lines A-B 
D respectively of a multiple 
val gulator. The valve housing is 
) ied with the header of a steam 
Sut ater, 1 being the saturated 
space and 2 being the super- 
steam space. Included in the 
hi x are a delivery chamber 3 and 
t 4 connecting the saturated 
st space with the boiler steam 


No 


RG? 51047 7 38 


+, and inlet and outlet ends 5 and 
6 of the superheater elements are con- 
nected to bottom and front of the 
header. Four valves 7 are provided, 
the valve lifting means comprising 
members 8 reciprocatable at right 
angles to the actuating rod 9 extend- 
ing from the driver’s cab, and the rod 9 
having mounted on it a fork 10 co- 
acting with a crosshead 11 which 
couples the members 8. Slots 12 are 
formed in each of the members §8, 
stems 13 of the valves 7 passing there- 
through, and inclines 14 of these mem- 
bers co-act with rollers 15 on the stems 
13 to actuate the valves 7. Each mem- 
ber 8 is provided with a spindle 16 





passing through a bearing 17 in the 
partition wall and having a number of 
annular grooves to form a labyrinth 
packing. The outer ends of the mem- 
bers 8 are supported by providing 
spindles 18 in bearing pockets 19 in 
removable cover plates 20. On the 
front of the central chamber a cover 21 
is provided and the end of the rod 9 
is journalled in a bearing pocket 22 
thereon.—(Accepted August 2, 1939.) 


No. 510225. Rail Anti-creepers 

The P. & M. Company (England) 
Limited, of Westminster Bank Build- 
ing, la, Grosvenor Gardens, London, 
S.W.1. (Convention dates: January 
17 and June 16, 1938.) 

The base portion 10 of a rail is sup- 
ported on a tie plate 11 secured to a 
wooden cross-tie 12 by cut spikes 13 
driven through openings 14 of the tie 











SPT RG! 510225 2 
plate, and a rail anti-creeper of 
T-shaped cross-section is provided, one 
end of which is bent into hook form 
to provide jaws 15, 16 to grip the top 
and bottom surfaces of the rail base 
and provided with an abutment sur- 


face 17 for engaging the edge 18 of 
the rail base to limit the applying 


movement of the device, and which 
end is also formed to provide clearance 
spaces 19, 20; the body portion 21 of 
the anti-creeper is formed with a 
shoulder 22 held in position locking 
the anchor in its applied position by 
resilient pressure of the jaw 15. The 
lateral arms 23, 234 are so dimensioned 
that either is adapted to extend into 
the space between the rail base 10 and 
the cross-tie 12 so as to bear against 
the edge portion 24 of the tie plate 11. 
When a lateral arm 23 or 234 engages 
the plate 11, a vertical web 25 of the 


* These abridgments of recently published specifications are specially compiled for THE 


Rattway GAZETTE by permission of the Controller of His Majesty’s Stationery Office. 


Group 


abridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2, 
either sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 
volumes, price 2s. each, and the full specifications can be obtained from the same address price Is. 
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anti-creeper device bears against the 
side face of the cross-tie 12.  Rail- 
gripping surfaces of suitable width are 
preferably provided at A and B by 
recessing at C and D, to confine the 
effective width E of the rail-gripping 
surfaces to any desired dimension, and 
these are preferably also recessed at F. 
—(Accepted July 28, 1939.) 


No. 509357. Baggage Racks 


Edward G. Budd Manufacturing 
Company, of 2500, Hunting Park 
Avenue, Philadelphia, Pennsylvania, 


United States of America. 
tion date: April 10, 1937.) 

A passenger vehicle body 10 having 
seats 12 and a centre aisle 13 is pro- 


(Conven- 
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vided with a unitary baggage rack 15 
including brackets 16, the under por- 
tions of which are joined by a plate 17 
faired into the wall and attached to 
the framework 19 through moulding 
18, and which are flanged at the top 
and bottom and provided with attach- 
ing flanges and an inturned portion 
16e which forms a pocket 20 with the 
plate 17 so that the plate 17 may be 
curved, closely fitting the main flange 
portions of the brackets 16 below these 
brackets and at 16f. Apertures are 
provided in the web of the brackets, 
and electrical leads 21 may be ex- 
tended therethrough for lighting or 
other purposes. At suitable intervals 
the bottom plate or tray 17 is provided 
with apertures 22 to receive lighting 
fittings, which are supported from this 
plate or tray and by longitudinal stif- 
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feners 28 connected to the brackets 16 
and to brackets 29 carried by inter- 
mediate brackets 30. <A top plate or 
tray 31 is secured to the top flanges of 
the brackets 16 and is raised at the 
back to prevent luggage from damag- 
ing the wall, and secured under mould- 
ing 32. A member 33 retains the lug- 
gage on the rack. Ajir-cooling of the 
vehicle body is carried out by means 
of an overhead discharge duct 35 pro- 
vided with openings 36 below reflectors 
37 for lighting arrangements. Dis- 
charged air follows the curve 38, and 
the top tray 31 of the rack prevents 
air blowing down on to occupants of 
the vehicle.—(Accepted July 14, 1939.) 


No. 510163. Braking Systems 

Sulzer Fréres 
Winterthur, Switzerland. 
date: February 9, 1937.) 

Associated with the driving wheels 1 
of a locomotive is braking apparatus 
actuated by a pneumatic cylinder 3, 
and braking apparatus actuated by 
pneumatic cylinders 4, 4’ is associated 
with additional supporting wheels 2. 
For these purposes a main reservoir 5 
is connected by pipes 6 and 7 to an 
automatic control valve 8 and by pipes 
6 and 25 to a direct control valve 26, 
these two valves controlling the flow 
of pressure fluid to train pipes 10 and 
28 extending throughout the train. 
The control of the brakes by the valve 
8 is effected through auxiliary valves 
12, 22 and 22’ which control flow of 
pressure fluid from auxiliary reservoirs 
13, 23, 23’ to pneumatic cylinders 3, 
4, 4’. On braking, the valve 8 per- 
mits air to escape from pipe 9 through 
relief pipe 18, thus relieving pressure 
in the pipes 10, 11, 21 and 21’ leading 
to valves 12, 22 and 22’ to bring the 
auxiliary reservoir 13 into communica- 
tion through double check valve 14, 
pipe 15, double check valve 16 and 
pipe 17 with the pneumatic cylinder 3, 
and to bring the auxiliary reservoirs 
23, 23’ into communication through 
pipes 24, 24’ with the cylinders 4, 4’ 
respectively, so that pressure passes 
from valves 13, 23 and 23’ into pneu- 
matic cylinders 3, 4, and 4’ to apply 


(Convention 


R.G. 5101635, 


Société Anonyme, of 
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If the 
valve 26 is moved so that air from the 
reservoir 5 is admitted through pipes 
6, 25 to pipes 27, 28, the air passes 
through the pipe 29 and the double 
check valve 14, which thus shuts off 


the brakes to the wheels 1, 2. 


valve 12, into pipe 15, through valve 
16, which thus closes the end of pipe 
40, and into pipe 17 to the cylinder 3 
to apply the brakes. On releasing the 
brakes, air passes out from the dis- 
charge pipe 30. Associated with this 
apparatus is a lever 32 acting on two 
valves 34 and 39 which are adapted to 
bring a pipe 33, communicating 
through a pipe 31 with pipe 6 and 
reservoir 5, into communication with 
pipe 35 or 35’ according to the deflec- 
tion of lever 32,-thus bringing a sand 
sprayer 36 or 36’ into operation. On 
the other hand the valve 39 controls 
the flow of fluid into pipe 40 from 
pipes 38, 38’ connected through a 
pressure-reducing valve 37 with pipe 
31, pipe 6 and reservoir 5. Modifica- 
tions are described and _ illustrated.— 
(Accepted July 27, 1939.) 


No. 509636. Testing Locomotives 


Heenan & Froude Limited, of Wor- 
cestey Engineering Works, Worcester, 
County of Worcester, and George 


Henry Walker, M.1I.Mech.E., Chief 
Engineer with the said company. 


(Application date: March 16, 1938.) 

A locomotive A to be tested is sup- 
ported on drums B and is connected 
to the piston of a hydraulic cylinder 
C of a dynamometer by a drawbar D, 
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the cylinder C being connected ito 
recording apparatus in the usual w 
The cylinder is carried by an anch 
age J. At a suitable point E 
drawbar is jointed and is thus ¢ 
nected to a short arm f of a thr 
armed lever F pivoted at f and having 
two long arms f/?each connected to t 
piston g of a dashpot G containing oil 
or other suitable liquid. Thus if the 
tractive effort of the locomotive fli 
tuates and particularly if the recipro 
cating or rotary parts are partly un- 
balanced, the lever F oscillates mo 
or less rapidly, setting up a high pres 
sure of liquid alternately on each of 
the dashpots, leakage from high to 
low pressure being permitted by a 
needle valve. In order to maintain the 
locomotive in its initial position and 
so avoid errors, a motor-driven positive 
pump K sucks oil from a storage tank 
L, and delivers it through an accumu 
lator M and a piston valve P to the 
cylinder C by the pipe p* when the 
locomotive moves forward, whilst on 
rearward movement the cylinder C is 
connected to the tank L and is there- 
by partly emptied. A relief valve O is 
provided. The valve P is supported 
by a bracket P! on a structure P? 
Length of the rod p between this 
valve and the locomotive may be 
adjusted by means of a nut p* 
(Accepted July 19, 1939.) 








COMPLETE SPECIFICATIONS 
ACCEPTED 


508,978. Marine & Locomotive Super 
heaters Limited, and Melhuish, H. Steam 
superheaters for marine or like smoke 
tube boilers. 


508,981. Tate, F. R. (Surety Rubber 
Company). Gloves, cuffs, and sleeves for 
electric linemen. 

509,066. Soc. Auxiliarie D’Etudes Elec- 


trotechniques. Railway signalling devices 
509,098. Guldner Motoren - Werke 

Zweigniederlassung der Ges. fiir Linde’s 

Eismaschinen A.G. Diesel engines. 


509,357. Budd Manufacturing Com 
pany, E.G. Vehicle baggage-racks. 
509,395. Siemens & General Electric 


Railway Signal Co. Ltd., and Tyack, F. G. 
Road traffic signalling. 

509,422. Westinghouse Brake & Signal 
Co., Ltd., and Kershaw, A. G. Fluid- 
pressure braking-apparatus. 

509,636. Heenan & Froude Limited, and 
Walker, G. H. ‘ Apparatus for testing 
locomotives and other mechanically-pro- 
pelled vehicles.’’ 
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RAILWAY LAW FOR THE QUARTER 


ilway Directors’ Contracts 


Vl eal Trust Company v. Canadian 
ional Railway Company. 1939 

613 ; 
sions designed to _ prevent 


rs of railway companies enter- 
ther directly or indirectly into 
ts with the company find a 
Canadian Railway Acts, as in 


t yuntry. Thus by the Railway 
A f Canada, 1927, s. 121, a con- 
{ with the company into which a 


or enters directly or indirectly 
s own use and benefit is declared 
In the above case the Canadian 
N nal Railway Company took from 
ninee of the directors a lease of a 

} to be occupied by their Chair- 


is a residence. Such a contract 


rs to be void, but it was said 
t this was a contract which related 
the purchase of land necessary for 
t railway,’’ and that by the terms of 


section this was an exception to 
general prohibition. That involved 
iscussion as to the sense in which 
term ‘‘ railway ’’ was there used. 

Did it extend outside the track itself? 
as it enough to say that the com- 
ny required this house for its presi 
dent? The Privy Council, whose judg- 
ent was delivered by Lord Russell 
of Killowen, held that ‘‘ railway ”’ 
iccording to the statute, unless the 
ontract required otherwise, was 
restricted to ‘‘ the track and_ its 
physical appurtenances.’’ <A residence 
for an official of the company did not 
ome within the scope of this defini 
tion. The result was that quite apart 
from any penalties which might be 
urred the contract was invalid and 
oid, and the lessors were therefore 
unable to recover at law instalments 
of rent due from the company under 


the lease. 


(or w 


Cows on the Highway 

Ludlam v. W. E. Peel & Sons. The 

Times, October 10 

Che question of the onus of proof of 
negligence where a car runs into a cow 
on the highway arose in Ludlam v. 
W. E. Peel & Sons (The Times, Octo 
ber 10). The plaintiff was driving his 
ir along the Great North Road when 
he met six cows being driven along the 
road in the opposite direction by the 
defendants’ drover. They were on the 
erass verge at the side, but when the 
plaintiff's car was near them, one of 
them suddenly ran out across the road 
ind the collision took place. The 
plaintiff sued the defendants in the 
County Court for the damage and the 
Judge held that there was no need for 
him to prove actual negligence, but 
that it was the duty of the owner to 
ontrol the cattle, and that he had 
failed to keep them under proper con- 
trol. He awarded the plaintiff £18 
damages. 

Upon appeal the case of Harper v. 
Great North of Scotland Railway Com- 
pany, an old decision of the Scottish 


Court of Appeal was cited, in which 
the facts were that a bull broke loose 
when driven from the railway station 
to the wharf, and caused damage. The 
bull was controlled by a pole and a 
ring through its nose, but the ring 
broke. There was no liability on the 
railway company, whose liability termi- 
nated at the station. They had handed 
the animal over to the shipping com- 
pany who had to remove it to the 
quay at Aberdeen. 

Lord Young and the majority of the 
Court held that the driver of the bull 
had taken a reasonably safe way of 
controlling the bull and was not negli- 
gent. Fortified by this the Court of 
Appeal in Ludlam’s case held that 
the County Court Judge was wrong 


and that the plaintiff must prove 
actual negligence before he could 
recover. There was no evidence that 


the owners of the cow were negligent, 
for they had employed a competent 
drover, who had taken ordinary care. 
The position is different where the 
owners of cattle have allowed an 
animal to stray on the highway, in 
which case the mere fact of the col- 
lision is sufficient proof of negligence 
to enable a person injured through a 
collision to recover. 


Carrying for Reward 


Nugent wv. Phillips. The Times, 
October 18 
A private carrier’s ‘‘C’’ licence 


does not permit of the vehicle being 
used to carry goods “for hire or 
reward.’’ An interesting case on this 
section of the Road and Rail Traffic 
Act, 1933 (Sect. 9, subs. 1), came 
before the Divisional Court of the 
King’s Bench Division in October. 

Sir Hugh Nugent, of Windsor 
House, Lambourn, Berkshire, was 
charged with using a motor or horse- 
box to carry a horse to and from War- 
wick Races for a fee of five guineas, 
although he only held a ‘“‘ C’’ licence. 
The horse was called West Springs, 
and was owned by a lady owner, Mrs. 
King, for whom Sir Hugh Nugent 
trained. The defence was that the 
carriage of the horse was “only a 
process or treatment ’’ of the horse in 
the course of a trade or business, and 
that in accordance with section 1, 
subs. 5 (b), this did not constitute 
carrying for hire or reward. It was an 
ingenious defence, the argument being 
that carriage to and from the race- 
course was part of the process of train- 
ing. But it found no favour with the 
Court which affirmed the conviction 
and the imposition of a small fine on 
Sir Hugh Nugent. 


Trusts in Wartime 
The execution of trusts in wartime 
is often a matter of difficulty. But 
trustees who are called up for military 
service will find help in the Execution 
of Trusts (Emergency Provisions) Act, 
1939. By this Act a trustee or per- 
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sonal representative may delegate his 
powers to any competent person to be 
exercised during the period of the war 
and for one month afterwards. This 
does not mean that in the case of two 
trustees one of them can delegate his 
functions to the other, so as to leave 
the other as sole trustee. That is only 
permissible where the co-trustee is a 
trust corporation. This power to dele- 
gate is also conferred by the Act upon 
a tenant ,for life. The mode of dele- 
gation is by power of attorney. The 
trustee is excused from liability for any 
breach of trust committed by his sub- 
stitute, if he can show that he 
appointed him in good faith and with- 
out negligence. The power of attorney 
must be attested by one witness, and 
persons dealing with the donee of the 
power are in their turn protected by 
the provision that acts which they do 
while the donor of the power is on war 
service are valid, and that a statutory 
declaration by the donee to this effect 
is conclusive evidence of validity. 
Trustees who hold railway stock will 
be glad to know what can be done if 
military duties take them away from 
their obligations in this respect. 


The Air Gun Danger 

Powell v. Great Western Railway 

Company. The Times, December 13 

This claim for compensation against 
the company arose out of the unfortu- 
nate result of a piece of youthful reck- 
lessness. The fireman on a freight train 
from Stonebridge to Pontypool Road 
was struck in the eye by a pellet, shot 
from an airgun by a young man in a 
field adjoining. This was in December, 
1938, and the county court Judge 
awarded Mr. Powell compensation unde: 
the Act on an accident arising ‘‘ out of 
and in the course of his employment.”’ 
The railway company appealed, but 
failed to secure a reversal of the decision. 
In a somewhat similar case—Challis »; 
London & South Western Railway Com- 
pany (1905) 2K.B. 154, an engine driver 
was hit by a stone dropped on him by a 
boy standing on a bridge under which 
the train was passing. Here again the 
engine driver was awarded compensa- 
tion. The governing principle is that the 
man was required by his work to be on 
the engine, and while there was subject 
to the particular risk of a shot being 
aimed at his engine by the mischievous 
young man. It is a satisfaction to know 
that the youth was in due course con- 
victed for the offence, under the Injuries 
to the Person Act 1861. 








L.N.E.R TIDE TABLES.—The 
L.N.E.R. Tide Tables for 1940 have 
just been issued and may be obtained 
free from the portmaster at the port 
concerned. The tables are bound in 
three booklets. of handy size for the 
pocket, and contain information regard- 
ing high tides, depth of water, phases 
of the moon, and accommodation avail- 
able at the various docks. The booklets 
deal respectively with Middlesbrough 
Dock; the Hartlepools; and Hull, 
Immingham, and Grimsby. 
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NOTES AND 


Collision on L.N.E.R. at Ware. 
Two trains, the 4.30 p.m. from Liver- 
pool Street and the 5.24 p.m. from 
Hertford East, came into head-on 
collision near Ware, Herts, on January 8. 
Coaches of both trains were derailed and 
six persons were slightly injured. The 


cleared and normal 


line was running 

resumed by 6.40 a.m. next day. 
Railway Dividend and Meeting 

Dates.—The main-line railway com- 


panies have fixed provisional dates fo 


the declaration of final dividends for 
1939 and the holding of their annual 
meetings The G.W.R. proposes to 


announce its dividend on February 14 
hold its annual meeting on 

The L.N.E.R. dates are 
February 16 and March 1, 
the Southern are Feb- 
and 28, and the L.M.S.!- 
22 and March 15. 


and to 
February 28 
respectively 
while those of 
ruary 16 
February 


Atlantic Leased Lines.—Atlanti 
Leased Lines will, as already announced, 
pay off on January 31 the 4 per cent 


mortgage debentures of the company 


at pal plus accrued interest, giving 
{103 19s. 6-72d. for each debenture 
On the same date holders of capital 
stock will receive £130 in respect of 
every £100 held on January 3 This 
follows the sale of the company’s 
shares in the Cleveland & Mahoning 


rhe company 
liquidation on 


Valley Railway Company 


went into voluntary 


January 3 


New Railways in Slovakia.— |The 
Neu Wiener Tagblatt states that seven 
new railway lines are being built in 
Slovakia, employing 10,000 workers 

Standardised L.N.E.R. Poster 
Sites.—-After two years of experi 
ments, the London & North Eastern 
Railway has decided on a standardisa 


tion of poster sites on railway stations. 
All advertisers are being asked to make 
their posters conform to certain sizes, 
based on double-crown units, ranging 
up to 48-sheet Double-royal and other 
types of posters not being 
except for the railway company’s own 


are used 
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NEWS 


is also being introduced with regard to 
enamelled plates and boards. Reference 
to this development was made at page 
811 of our December 22 issue, when we 
reproduced an illustration showing the 
neat effect of L.N.E.R. standard adver- 
tising panels on a wall site. 

Japanese Railway Accident.—It 
is reported from Tokyo that a freight 
train came into head-on collision with a 
crowded passenger train, on January 3, 
at Matsui, near the border of the Tokyo 
and Saitama Prefectures, with the result 
that 10 persons were killed and over 60 
injured. 

Argentine North Eastern Mora- 
torium.—Under the provisions of the 
scheme of arrangement approved in 
November, 1937, of the holders of 5 per 
cent. ‘‘B” debentures and ‘“B” 
debenture the trustees have 
extended the interest moratorium until 
December 31, 1940. 

Maremmana Railway Loan.—A 
notice is given by Hambros Jank 
Limited that the coupons due January 1, 
1940, on the Italian 5 per cent. loan of 


stock, 


1862 (Maremmana Railway) may be 
presented for payment The loan 
amounting to 44,550,000 lire, was 


1862 for the construction of a 
railway from Leghorn to the Roman 
frontier. It is guaranteed by the general 
revenues of the State and specially se- 
cured by mortgage on the Maremmana 
Railway and its revenues. It is redeem- 
able by cumulative sinking fund operat- 


issued in 








ing by annual drawings. 
Forthcoming Events 
Tan 13 (Sat Permanent Way Institution 
(Manchester-Liverpool), at Board Room, 
L.M.S.R. Offices, Hunt’s Bank, Manchester, 
3 p.m. ‘ Experimental track work on the 
L.M.S.R.,”’ by Mr. N. Swinnerton. 
Jan. 19 (F ri.) Institution of Mechanical 
Engineers at St. Ermin’s Restaurant, 


Caxton Street, London, S.W.1, 1.15 p.m. 
Luncheon 

Jan. 20 (Sat Southern 
Lecture and Debating Society, at 
rraining School, Clapham Junction, 


p.m. ‘* Roumania and the present European 


(London 
S.R. 
2.30 


Railway 








publicity rhe same standardisation situation,’’ bv Mr. F. Wymer. 
. . 
Irish Traffic Returns 
Totals for 52nd Week lotals to Date 
IRELAND 
1939 1938 Inc, or Dec. 1939 1938 Inc. or Dec. 
£ £ £ £ £ 
Belfast & C.D. pass. 2,614 1,956 658 133,721 125,168 |+ 8,553 
(80 miles goods 458 316 4 142 25,328 22,736 + 2,592 
total 3,072 2,272 800 159,049 147,904 |4 11,145 
Great Northern pass. 14,250 13,200 |+ 1,050 586,500 570,900 | + 15,600 
(543 miles) goods 7,800 5,600 2,200 583,850 486,200 |+ 97,650 
total 22,050 18,800 3,250 1,170,350 1,057,100 |+ 113,250 
Great Southern pass. 45,701 41,709 3,992 1,915,086 1,913,834 1,252 
(2,076 miles) goods 27,482 20,141 7,341 2,388,064 2,192,651 |+ 195,413 
total 73,183 61,850 11,333 4,303,150 4,106,485 |_+ 196,665 
L.M.S.R. (N.C.C.) pass. 5,120 3,490 1,630 245,700 231,150 |+ 14,550 
(271 miles) goods 2,670 1,830 |+ 810 160,030 136,880 |+ 23,150 
total 7,790 5,320 |+ 2,470 405,730 368,030 + 37,700 


British and Irish Railway 
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Stocks and Shares 


Stecks 


G.W.R. 
Cons. Ord. ‘ 
5% Con. Prefce... 
5 % Red. Pref.(1950) 
4% Deb. .. 
434% Deb... 
44% Deb... 
5% Deb. .. 
24% Deb... ; 
5% Rt. Charge.. 
5% Cons. Guar. 


L.M.S.R. 

Ord. — es 
4% Prefce. (1923) 
4% Prefce. Sa 
5 % Red. Pref.(1955) 
4% Deb. .. 7 
5% Red. Deb.(1952 
4% Guar. 


L.N.E.R. 
5% Pref. Ord. 
Def. Ord. .. ¥ 
4% First Prefce. 
4% Second Prefce 
5 % Red. Pref.(1955) 
4% First Guar. 
4% Second Guar. 
3% Deb. 
4% Deb. 2 
5 % Red. Deb.(1947) 
44 %Sinking Fund 

Red. Deb. 


SOUTHERN 
Pref. Ord. 
Def. Ord. .. 
5% Pref. .. pie 
5 % Red. Pref.(1964 
5% Guar. Prefce 


5 % Red.Guar. Pref 
(1957) 

4% Deb. 

5% Deb. : 

4% Red. Deb. 
1962-67 

4% Red. Deb. 


1970-80 


Betrast & C.D. 
Ord. 
FortH BRIDGE 
4% Deb. 
4% Guar. 


G. NORTHERN 
(IRELAND) 
Ord. 


G. SOUTHERN 
(IRELAND) 


Ord. 
Prefce. 
Guar. 
Deb. 

LP. TB. 
44% “A” 
5% “A” 
44% “ T.F.A.” 
5°” 
“co” 

MERSEY 
Ord. 


% Perp. Deb. 
3% Perp. Deb. , 
3% Perp. Prefce. 
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Ti: South Indian Railway Co. Ltd. 


EF MECHANICAL DRAUGHTSMAN is 
A red for the Locomotive and Carriage and 
rkshops of the South Indian Railway. 
itions are invited from candidates, prefer- 
r 35 years of age, who have had a sound 
ducation. Candidates must, in addition, 
thorough training in modern locomotive 
ind wagon design, and will be required 
ightsmen in these methods. They must 
knowledge of jig and tool design, part 
nd scheduling, and of the general manage- 
rawing Office. 
lary of the appointment, which in the first 
ins ill be for three years, will commence at 
R 50 per mensem for the first year, rising by 
rements of Rupees 25 per mensem to (in 
f extended service) Rupees 450 per mensem, 
es 500 per mensem in the seventh year of 


4 e successful candidate is of non-Asiatic 
1 Overseas Pay at the following rates will be 
iddition to the salary mentioned in para 
Per mensem 

Rupees 150. 


4th year of service 
Fifteen pounds ster- 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


5. If the successful candidate is of non-Asiatic 
domicile a first-class passage to India will be provided 
by the Company, and also, subject to the terms of the 
agreement, a free passage home, but only in the event 
of the termination of the service at or before the end of 
the three years. If the employment is extended 
beyond that period, the employee will become eligible 
for certain free passage concessions for himself and his 
family. 

6. Salary will commence from the date of embarka- 
tion for India. 

7. The successful candidate will be entitled to the 
benefits of the Railway Provident Institution. 

8. Forms upon which application must be made may 
be obtained on application by postcard to Messrs. 
Robert White & Partners, 3, Victoria Street, London, 
S.W.1, the Consulting Engineers to the Company. 

4.S. BELL, 
Managing Director. 
Company’s Offices, 
91,Petty France, 
Westminster, S.W.1. 
9th January, 1940. 


FFICIAL ADVERTISEMENTS _ intended for 
insertion on this page should be sent in 
as early in the week as possible. The latest time 


The Institute of Transport Examinations, 


HE Graduateship and Associate Membership 
Examinations will be held, circumstances 


permitting, on May 6th, 7th, and 8th, 1940, at 
Centres to be announced later. March 3lst is the 
closing date for the deposit of forms of entry but 
intending candidates for the Graduateship and Asso- 
ciate Membership Examinations must have submitted 
forms of recommendation for Studentship or Graduate- 
ship respectively before January 31st, 1940. 

Particulars of the Institute and its examinations, 
together with previous examination question papers 
(price Is. per set, post free), and copies of the In- 
stitute Examination Guide for prospective candidates 
(price 2s. 6d., post free), may be obtained from the 
undersigned. 

A. WINTER GRAY, 
Secretary. 

15, Savoy Street, 








5 7th - 
ling. for receiving official advertisements for this page London, W.C.2. 
11th = - Twenty-five pounds for the current week’s issue is noon on Wednesday. 
sterling. All advertisements should be addressed to :—The ‘ 
r and onwards Thirty pounds ster- Raiiway Gazette, 33, Tothill Street, Westminster, 
ling. London, S.W.1. 
7 December 31, 1939, at the rate of 8 
RAILWAY AND OTHER REPORTS per cent. actual, less income tax, 


\lexandria & Ramleh Railway 


Co. Ltd.—This company has paid a 
dividend of E.sh. 0-6 (6d.) a share, free 
of gyptian tax, in respect of the year 
1938-39. 


Bahia South Western Railway Co. 
Ltd.—It is announced that no payment 
on account of interest on the 8 per cent. 
prior lien debenture stock is to be made 
at present. Nothing has been paid since 
a distribution of 1 per cent. on account 
of the half-year to November, 1937. 


Nasmyth Wilson & Co. Ltd.—For 
the year 1938 there was a profit of 
£2,018, against a loss of £7,216 in 1937. 
\dding £5,500 transferred from reserve 
nakes a credit balance forward of £368. 
[he preference dividend has been in 
arrear from July 1, 1932. Since dispos- 
ing of the locomotive portion of the 
business, the company has engaged in 
general engineering work in which an 
improving connection is being built up. 


rhe net amounts realised from this 
disposal and from the sale of certain 
investments have been transferred to 


specific reserves, totalling £85,025. 
Leyland Motors’ Limited.—The 


directors announce that the net profit 
for the year ended September 30, 1939, 


before providing for taxes and con- 
tingencies, amounted to £499,756, 
against £643,261 for 1937-38. The 


dividend recommended on the ordinary 
shares is 20 per cent., less tax, which 
compares with 25 per cent., less tax, 
paid for the previous year. 

Midland Bank Limited.—It is 
reported by the directors that, full pro- 
vision having been made for all bad 
and doubtful debts, the net profits for 
the year 1939 amount to 2,181,350 
which, with £628,315 brought forward, 
makes £2,809,665, out of which the 
following appropriations amounting to 
£1,379,200 have been made: To in- 
terim dividend, paid July 15, 1939, for 
the half-year ended June 30, 1939, at 


the rate of 8 per cent. actual less income 
tax, £879,200; to reserve for future 
contingencies £500,000 ; leaving 
£1,430,465 from which the directors 
recommend a dividend, payable Febru- 
ary 1 next, for the half-year ended 


£788,248, and a balance to be carried 
forward of £642,217. For 1938 the net 
profit was £2,445,671, the dividend was 
16 per cent., and the allocations were : 
To reduction of bank premises, £150,000; 
and to reserve for contingencies, 
£500,000. 








Contracts and Tenders 

The Danish State Railways have 
ordered six heavy steam freight loco- 
motives, a score of 30-ton bogie refri- 
gerator vans, 30 ordinary bogie vans, and 
28 other freight vehicles from A/S Frichs. 
The steam locomotives are the first to be 
built for the D.S.R. since 1932. 


The South Indian Railway has placed 
the following orders to the inspection 
of Messrs. Robt. White & Partners :— 

Samuel Fox & Co. Ltd.: 16 tons of Dunic 
steel bars. 

Steel, Peech & Tozer : 6 tons of spring steel. 

The South Indian Railway has placed 
the following orders to the inspection of 
Messrs. Robt. White & Partners :— 

Vulcan Foundry Limited: 5 locomotive 
crank axles. 

Greenwood & Batley Limited : 
for electric battery trucks. 

General Electric Co. Ltd.: 
lamps. 

Metropolitan-Cammell Carriage & Wagon Co. 
Ltd. : 210 sets of screws and trunnion nuts for 
screw couplings. 

Coltness Iron Co. 
wheel centres. 

Pinchin, Johnson & Co. Ltd.: 
Isolac varnish. 


Spare parts 


2,250 electric 


Ltd.: 4 cast steel driving 


180 gal. of 


The Bengal-Nagpur Railway has 
placed the following orders :— 
Birmingham Battery & Metal Co. Ltd.: 


Brass tubing. 

Beyer, Peacock & Co. Ltd. : Coupled wheels 
and axles. 

R. Y. Pickering & Co. Ltd.: 
wheels and axles. 

Miller & Co. Ltd., Edinburgh : 
cast iron wheels. 

Smith Bros. & Hill (Springs) Limited: 100 
bolster springs. 


The Egyptian State Railways are 
enquiring for 50 tender and carrying 


148 pairs of 


100 chilled 


wheel tyres of 384-in. internal diameter 
(No. 21.1152) ; 45 expanded metal steel 
sheets (No. 1.574). 

The Assam-Bengal Railway has placed 
the following orders to the inspection of 
Messrs. Rendel, Palmer & Tritton :— 

Brown, Bayley’s Steel Works Limited : 1,200 
carriage and wagon tyres. 

John Baker & Bessemer Limited : 408 loco 
tyres. 

The South Indian Railway is enquir- 
ing for vacuum brakes (January 29) 
and miscellaneous oil, grease, and polish 
stores (February 5); Superintendent 
of Stores, S.I.R., Negapatam. 


The Indian Stores Department, New 
Delhi, is calling for tenders by February 
12 for cast iron pipes and specials 
(No. H-2000). 

The South African 
enquiring for :—- 

3 loco. boilers with steel fireboxes (Feb. 5— 
Tender No. 2499—D.0.T. No. T.30410/39). 

Carriage fittings (Jan. 23—-Tender No. 2456). 

Transport trucks (Jan. 23—Tender No. 2506). 

Excavating and loading plant, Durban har- 
bour (Jan. 24—Tender No. 2402). 

Bar steel (Feb. 12—Tender No. 2500—D.O.T. 
No. T.30206/39). 

Turntable for 4-ton wharf cranes (Feb. 22— 
Tender No. 2517—D.0.T. No. T.30202/39). 

Wheels and axles (Feb. 19—Tender No. 2513. 

The South African General Stores 
Department is enquiring for 3,500 18-oz. 
porcelain insulators. (Jan. 19—Tender 
No. G.S. 1748—D.O.T. No. 30183/39. 


The North Western Railway of India 
is calling for tenders (No. 210. S/18/24) 
for 13 superheated boilers for 2-8-0 
engines ; pressure 180 lb. Tenders to be 
in at Lahore by February 5. D.O.T. Ref. 
No. T. 30439/39. 


Railways are 
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At the beginning of the week sentiment of its dividend for the past year in view of debentures were again unchanged 105 
on the Stock Exchange was stimulated by the payment on the 5 per cent. redeemable a rise from 894 to 933 was recorde: the 
the further rise established in British preference, which ranks pari fassu. 4 per cent. debentures. Among S 1ern 
Government stocks, and, aided by more Great Western ordinary continued to stocks, the preferred at 65} has lost port of 
active markets, prices tended to improve. have an active appearance, but as com- last week’s rise, as has the deferred 134 
Subsequently, rather easier conditions pared with a week ago, has gone back from but the 5 per cent. preference two 
developed, but it is generally anticipated 37} to 56. On the other hand the 5 per points up at 92, and the guaranteed -tock 
that the market trend will continue to be cent. preference has improved from 88} to improved a point to 1084, while th per 
governed by that in gilt-edged, and that 904, and the 5 per cent. guaranteed from cent. debentures were 994, compar: vith 
the rise in the latter is likely to make 107 to 1084. The 4 per cent. debentures 974 a week ago. Among London ns- 
further progress in anticipation of the improved to close on par. Among L.N.E.R. port securities the 44 per cent. “ A ind 
terms of the expected large new Govern- issues the chief feature was a firmer ten- the 5 per cent. ““B” were highs the 
ment loan. Debentures and prior charges dency in the guaranteed stocks on attention last-named having further impr to 
of the main line railways have again moved being drawn to the generous yields; the 105. 
in favour of holders in sympathy with gilt- first at 74 and the second at 65 were both Movements in foreign railway sex ties 
edged stocks. On the other hand, the a point higher on balance. The first prefer- were again small and mostly against ho’ Jers 
easier undertone in the junior securities, ence at 39 has lost a point, and the second Exceptionally, Antofagasta attracted «¢tten- 
noted a week ago, has continued. This preference was 13}, compared with 13} a tion, and the preference has imp:oved 
was not due to any heavy selling, but to a week ago. Among L.N.E.R. debentures the further to 28; the ordinary was bet at 
diminution in demand, pending some indica- 3 per cents. have been marked up from 9}. Cordoba Central first debentur ere 
tion as to plans for war-time compensation 624 to 65, and the 4 per cents. from 824 fractionally higher. B.A. Gt. So rm 
It will, of course, be extremely disappoint- to 854. L.M.S.R. ordinary moved down ordinary, and ordinary stocks of most other 
ing, if in the absence of the latter, it from 14% to 133, but the senior 4 per cent. Argentine companies were moderately er, 
becomes necessary to defer consideration of preference remained at 594 because it is and in some cases losses of nearly int 
dividends on the junior stocks. Meanwhile, regarded as assured of its full dividend. The were shown in preference stocks and deben- 
the decisions of the L.N.E.R. and Southern 4 per cent. 1923 preference reacted from tures, but prices apparently were not tested 
are expected to be made on February 16, 444 to 434, but the 5 per cent. redeemable by much business. Canadian Pacific 
and that of the Great Western on Feb- changed hands at higher prices, and had a shares and preference stock remained rela 
ruary 14. The L.M.S.R. announcement is, “middle ”’ quotation of 79. L.M.S.R. tively firm. In other directions the ‘nain 
of course, also expected next month, and 4 per cent. guaranteed made the improved feature has been a marking up of leading 
the 4 per cent. senior preference is assured price of 83, and although the 5 per cent. Indian railway stocks. 

ae " : : = = 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
1 
Traffic for Week *“ Aggregate Tratfics to Date Prices 
Miles Week = Shares - 
Railways ce ay Ending I D = Totals or 7. os. z 
1939-40 » Total a OF - ° Increase or >toct os sS 
s we comparec¢ alae z > ZS 
this year with 1939 Z This Year Last Year Decrea RS <4 
£ £ 
Antofagasta (Chili) & Bolivia 834 31.12.39 22,010 8,430 52 748.990 750,874 Ord. Stk. 41o 91 Vil 
Argentine North Eastern 753 30.12.39 ps. 140,900 ps. 4,600 27 ps. 4,275,800 ps4,418,100 ps ies 2 21 Vil 
3olivar ; ; 174. Nov. 1939 4,680 1,780 48 47,530 40,100 6 p.c. Deb. 534 ) vil 
Brazil —_ _ _ _ - - Bonds. 414 6 51g 
guenos Ayres & Pacific 2,801 30.12.39 ps1,306,000 psl165,000 27 ps32,056,000 2,176,00. — ps120,000 Ord. Stk. 2 31 il 
Buenos Aires Central 190 18.11.39 $91,200 — $14,600 | 21 $2.301,500 2,481,700 $180,200 Mt. Deb. 8 12 

|} Buenos Ayres Gt. Southern 5,082 30.12.39 — ps2,573,000 ps6,000 | 27 p=54.509,000 —ps 797,000 Ord. Stk 414 815 

| Buenos Ayres Western 1,930 30.12.39 ps. 817,000 ps 98,000 | 27 ps!7,779,000 + ps1,424,000 o 4 615 

| Central Argentine 3,700 30.12.39  ps1,499,950 ps961,800 | 27 ps45,742,750 + ps 2,244 200 oa 4 Jlo l 

Do 7 : . — — - _ _ _ Dfd. 11, 319 | Nil 
_ | Cent. Uruguay of M. Video 972 | 23.12.39 24,441 2,918 | 26 472,351 462,222 10,129 Ord. Stk. 214 11g | 2-¢ | Nil 
2 | Costa Rica ‘ 188 June 1939 25.240 6,129 52 270,756 314,399 43,643 Stk. 241 18 22in | 87g 
§ | Dorada ; 70 | Nov. 1939 13.700 | - 600 | 48 150,400 178,100 27,700 1 Mt. Db. 1041 102 1021p | 57g 
= | Entre Rios ‘ 810 30.12.39 ps. 246,300 ps. 6,581,800 ps6,723,700 ps.141,900 Ord. Stk. 6 3 4 Nil 
< | Great Western of Brazil 1,016 30.12.39 11,200 480.600 420,200 60.400 = Ord. Sh. 1/21 lg Nil 
= International of Cl. Amer 794 Nov. 1939 $511,348 $5,448,489 $5,081.216 $367,273 « 
= | Interoceanic of Mexico — — anne pom ome Ist Pref. 710d. ly Nil 
5 | La Guiara & Caracas ‘ 223 | Dec. 1939 7,185 74961 57,905 17,056 Stk 6lo 712 Nil 
~ | Leopoldina 1,918 | 30.12.39 32,653 1,127,641 | 1,141,285 13 644 Ord. Stk ly : Nil 
3 | Mexican 483 7.12.39 $286, 100 $6.135,300 $6,019,700 $115,600 14 lg Nil 
4 | Midland of Uruguay 319 Nov. 1939 10.256 44.783 43 907 876 a lq lo Nil 
5 | Nitrate 386 31.12.39 13,293 132.419 143,422. - 11,003 Ord. Sh. 21g 115 17g | 611 
A | Paraguay Central 27 30.12.39 $2,538,000 000 $82,227,000 $2,695,000 Pr. Li. Stk 45lo 36 38 15 

Peruvian Corporation 1,059 | Dec. 1939 67.441 3935 409 453 25 518 Pref. 134, 316 21g ‘Nil 

| Salvador . 100 417,524 #233.661 4282 864 449.203) Pr. Li. Db. 191 16 15 Nil 

| San Paulo 153} 35.404 1,610,248 1,627,941 17,693 Ord. Stk. 38 20 38 514 

| Taltal 160 2,755 10,540 13 515 2.975 Ord. Sh. 5g 6/6 53 8 

| United of Havana 1,353 16,343 447,634 415.490 32,144 Ord. Stk. 2 14 1 Nil 

|} Uruguay Northern 73. Nov. 1939 1,136 4,781 5,231 450 * Deb. Stk 2 2 2 Nil 
« (Canadian National 23,691 31.12.39 1,096,121 205 047 | 52 40,728,667 36,.416.258 4,312,409 - — a 
3} Canadian Northern —_ san eas aa ~ 4 p.c. Perp. Dbs.! 7434 60 73 51 
g Grand Trunk - wate a on _ _— 4 p.c. Gar., 1001, 76 98 4116 
| Canadian Pacific 17,171 31.12.39 848,200 141,000 | 52 30,256,200 28,451,800 1,804,400 Ord. Stk 73 31g 719 Nil 

f Assam Bengal 1,329 20.11.39 47,310 t 535 32 978,293 938,741 39,552 Ord. Stk. 76lo 60 711g 

| Barsi Light —_ . 202 4,702 1,642 | 36 87.240 99.217 11,977 Ord. Sh. 5615 5019 45 
=| Bengal & North Western 2,096 77,092 3,560 12 563,409 611.693 - 48.284 Ord. Stk. | 277 2291, 236§ 64 
« | Bengal Dooars & Extension 161 4,262 38 105,004 112.005 — 7001 af 91 841> 85 i 
34 Bengal-Nagpur . 3,267 221.025 36 5.354.646 5.738,951 615,695 ai 9434 8315 85lp | 4 
<= | Bombay, Baroda & Cl. India 2,986 309,225 39 6,622 950 6,501,375 121 575 fi 108 90 - 991p 6 

| Madras & Southern Mahratta 2,967 159,150 36 3.887.162 3,777,475 109,686 ef 1041ljg) 92 9912 | 7l2 

Rohilkund & Kumaon 571 16,486 12 113 259 109 563 3,696 se 280 263 232 61s 

South Indian . -. 2,531} 114,739 36 2,826.553 | 2,857,136 — 30,583 10215 88 881, | 5 

Beira ‘ 204 Oct. 1939 71,976 — 4 71,976 _— -- —- -— -- = 

Egyptian Delta . 623 10.12.39 9,871 | + 2,469 36 148.602 148,359 243. =“ Prf. Sh. lp ly 34 Nil 
» | Kenya & Uganda 1,625 May 1939 206,557 | — 11,295 | 21 1,220,870  1,309.332 — 88,462 : — — — ie 
=| Manila. — — — = a —_ _ B. Deb. 55 39 53 65¢ 
=< Midland of W. Australia . 277 = Oct. 1939 15,188 - 1.982 17 51.806 61856 — 10.050 Inc. Deb. 9115 871. Se 4916 
5 | Nigerian .. ++ 1,900 | 28.10.39 23.695 | — 4,758 | 31 922,770 — 48,493 - -- - — | - 

Rhodesia a es -. 2,4423 | Oct. 1939 388 154 pone 4 oes aes nade — 

South Africa ; ..- 3,284 9.12.39 694,758 | — 19.830 | 40 + — — - a 

\ Victoria + . -. 4,774 Sept., 1939 794,466 36,918 | 13 - -- — oa _ 


' _ Note. Yield 
Argentine traffics are now give 


s are based on the approximate current prices 





n in pesos. 





and are within a fraction of lg ; ; 
Receipts are calculated @ Is. 6d. to the rupee. § ex dividend 














